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Isthmian Steamship Lines 


ISTHMIAN STEAMSHIP COMPANY 
General Offices: 50 Trinity Place, New York, N. Y. 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Rockefeller Bldg., CLEVELAND, OHIO. Union Trust Bldg., CINCINNATI, OHIO. 
Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 
New York, Baltimore, Philadelphia, Boston, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


San Diego, Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to 
New York, Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 











Bi-monthly Service to and from Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, Newport News, Boston, 
New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, Portland, Seattle and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom) 
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TAILORED 


TO YOUR 
INDIVIDUAL NEEDS 


NOT MERELY “CARS” BUT 
THE KIND OF CARS YOU 
ARE PROUD TO ASSOCI- 
ATE WITH YOUR PRODUCT 

.UPKEEP THAT NOT ONLY 
“PASSES INSPECTION” BUT 
MEETS UNUSUALLY EX- 
ACTING MAINTENANCE 
STANDARDS 


a a ol a aby . This policy, 
rigidly maintained, explains why 
discriminating shippers, large 
and small, look favorably upon 


North American Car Service. 


One car or a compre- 
hensive fleet—a single 
trip ora long-term lease. 


Full details on request. 


NORTH AMERICAN 


CAR CORPORATION 


N. L. Howard, President 


Dept. 3, 327 South La Salle St., 


Chicago 
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| Distributing 
Economies 


ODAY, the watchword in business is economy. Little losses here and there 
are what business men are seeking to avoid. They know that profits drip out 
quickly through these channels. 


Have you ever stopped to think of the economy of efficient freight service— 
and the waste of inefficient service? 


The waste created by goods failing to arrive on time—when a demand has 
been created by them. A sale lost under these conditions is generally a sale 
lost for good. 


Or the cost of frantic telegrams and telephone calls when a shipment fails 
to arrive. Likewise, when a shipment arrives damaged. 


Shippers of merchandise to the great Northwestern Empire served by the 
Soo Line avoid these useless expenses. For more than forty years we have main- 
tained a service of such a standard that most of our clients, when they entrust 
a shipment to us, promptly forget about it—knowing, from years of actual ex- 
perience, that freight entrusted to the Soo Line arrives on time, in perfect condition. 
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Our Platform 


Y A conference participated in by representatives of 
) all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
) controversy with respect to competitive forms of trans- 
) portation, with a view to setting up a sound and fair 
system, with proper coordination. 
i A permanent transportation institute, supported by 
) all interested in sound policies, for the purpose of 
) setting forth facts without bias. 
Keep the government out of business. This applies 
) to ocean and inland waterway transportation as well as 
) to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RAILROAD TRANSPORTATION 


N a symposium on the subject of railroad transporta- 

tion, presented at the annual meeting of the Chamber 
of Commerce of the United States at San Francisco this 
week, the shipper’s point of view was presented by Ed- 
ward C. Nettels, general traffic manager, General Foods 
Corporation, Battle Creek, Mich. His address is pub- 
lished in full elsewhere. 

Of course, Mr. Nettels does not speak for all ship- 
pers. Many of them will disagree with him, in whole or 
in part. For all that, it is our belief that his attitude is 
more or less typical of the attitude of shippers as a whole 
with respect to railroads and motor vehicle competition. 
That attitude is that the railroads have been and are 
more or less backward in adopting the motor truck as a 
modern and efficient vehicle of transportation and that, 
if the railroads cannot or will not meet the rates and 
service of their truck competitors, they must justly ex- 
pect to suffer. In this view they find more or less sup- 
port in the utterances of certain railroad men who, with 
a prideful and fighting spirit that is commendable, 
though leaving something to be desired on the ground of 
logic and in the final solution of the competitive prob- 
lem, point out the shortcomings of the railroads in this 


respect and insist that their future is in their own hands. 
That they do not make a point of the fact that their 
motor truck competitors have an unfair advantage in 
their freedom from regulation and to the extent that 
their roadway is paid for by the public and by private 
automobiles, is grist for the mill of shippers who oppose 
any sort of equalization that might result in higher mo- 
tor vehicle rates. 

To the credit of Mr. Nettels as a fair-minded shipper 
and a logical person be it said that he seems to perceive 
this inequality in conditions and, though he is relentless 
in pointing out the faults and poor business methods of 
the railroads, he urges that there be equalization of reg- 
ulation. This he would bring about by repealing the 
transportation act and enacting in its stead a law that 
would accomplish the purposes of the original interstate 
commerce act, providing for sane and proper control of 
public transportation facilities of every kind, but permit- 
ting them to conduct their business as other enterprises 
are conducted, unhampered by government bureaus. 

He is not specific as to just what the law he advo- 
cates should contain of a regulatory nature, but we think 
he is on the right track, whether whatever more definite 
ideas he may have will or will not stand up. Certain it 
is that this problem cannot be solved by admitting that 
the railroads are full of faults and not properly alive to 
the situation, and not admitting that they are also the 
victims of an unfair competitive situation. 

We are especially interested in seeing how his sug- 
gestion that the shippers’ advisory boards be enlarged in 
scope so that they may deal with rate problems will be 
received. It is not new, by any means, but former sug- 
gestions of this sort have been frowned on by shippers 
themselves, in general. 

Carl R. Gray, president of the Union Pacific, pre- 
sented the subject from the railroad point of view. While 
he spoke as a railroad man, just as Mr. Nettels spoke as 
a shipper, his presentation was fair and logical, the fair- 
ness and logic being evident, even if it be admitted that 
his viewpoint was selfish. One studying this subject 
ought to be able to determine the value of what is said 
apart from the motive or interest of the one who says it. 
Paraphrasing the words of the immortal Lincoln, Mr. 
Gray very aptly pointed out that commercial transporta- 
tion cannot remain half regulated and half unregulated 


PAGE 1077 








PAGE 1078 


—a conclusion that, to us, seems so obvious as to require 
no argument. 

Alfred Hurrell, vice president and general counsel of 
the Prudential Life Insurance Company, treated the mat- 
ter from the point of view of the security owner. His 
viewpoint is, as nearly as may be, that of the “public,” 
whether those who constitute that public are owners of 
railroad securities, or are dependent in one way or an- 
other on life insurance companies and other corpora- 
tions that must invest in securities, or are merely tax- 
payers, charged with whatever waste there may be in 
transportation or other activities, where the public pays 
the rates. He went intelligently and at length into the 
unfair advantages bestowed on competing forms of trans- 
portation, such as the lack of regulation of commercial 
motor vehicle and waterway transport. 


We think he is too optimistic with respect to the 
advantages that would accrue from the revised section 
15a, if the proposed amendment is adopted by Congress. 
We do not know how familiar he is with present trans- 
portation law and it may be that he is misled by the 
fact that the proposed new section reads well with re- 
spect to the making of rail rates by the Interstate Com- 
merce Commission so that rail transportation shall be 
properly conserved, and the fact also that the present 
section has not accomplished what it was intended to 
accomplish with respect to rail revenue. The point is 
that it makes comparatively little difference what the 
language of the law is; the- important thing is the desire 
of those charged with administering it to make it accom- 
plish what was intended. The proposed language would 
be no more a mandate on the Commission than the 
present law has been to make rates so that the railroads 
would earn a reasonable return, and it would be even 
more susceptible than the present language to interpre- 
tation by the Commission to meet its own views. “Pass- 
ing a law,” which is the universal remedy for a wrong or 
unsound condition, does not necessarily accomplish the 
purpose. In our opinion, the proposed law, from the 
point of view of the security owner and the railroads, 
would not be nearly as strong as the present law, for the 
reason that it would remove all standards except the 
opinion of the Commission as to what was proper. In 
other words, if there were nothing on the statute books 
now with respect to the need of the railroads for ade- 
quate revenue, the proposed language would sound 
strong; but, comparing it with the present language, it 
sounds weak. We have no expectation that, under it, 
conditions would be different from what they are now, 
and we think the railroads themselves are misguided in 
thinking otherwise. 


GOVERNMENT AID FOR TRANSPORT 


HE subsidy policies of the government are brought 
into issue by favorable action by the Senate com- 
merce committee and the House committee on interstate 
and foriegn commerce on proposed legislation providing 
for a mail subsidy to American airships in foreign com- 
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merce. The Senate bill applies both to airships (lighte. 
than-air) and flying boats (heavier-than-air), while th 
House bill applies only to airships. 

The Senate committee’s report on its bill, part o 
which appeared in our columns last week, deals intereg. 
ingly with the development of the lighter-than-air jp. 
ship and its prospects for commercial use in the futur 
It admits that with respect to heavier-than-air flying 
boats, the matter is one of forecasting probable deyg. 
opments. 

Conceding that all the committee says about the a@. 
vantages that would accrue to commerce with the mer. 
chant airship engaged in regular service over the Atlantic 
and the Pacific oceans is justified, this proposal to sub. 
sidize this new form of transportation brings forwarj 
again the old question of whether public money should be 
used to promote a transportation service which private 
capital will not undertake to establish without govern. 
ment aid. 


merchant marine and-it is proposed to accord similar 
aid to merchant airships and flying boats if and wha 
they are put in service and meet the requirements of the 
government. To a certain extent, the subsidized mer. 
chant airships and flying boats would compete with the 
subsidized carriers by water. The government, of course, 
now subsidizes heavier-than-air aircraft used in the mail 
service, and the report points out that the Department 
of Commerce said in its report in favor of the bill that, 
while the proposed merchant airship legislation intro- 
duced no new principles of government policy, it “affords 
to lighter-than-air transportation benefits similar to those 
provided for other transportation agencies.” 

Subsidies for air and water transportation, if con- 
tinued as a part of the national policy, may result in 
subsidies being voted for the railroads. Advocates of 
federal aid for development of inland waterways and 
continuation, for a time, at least, of the government’ 
barge services, have considered the question of subsidiz- 
ing the railroads. This was disclosed in the recent report 
issued by one group of members of a special committee 
on inland waterways transportation of the Chamber of 
Commerce of the United States. (See Traffic World. 
April 30, p. 945.) 
of the chamber, but only of those who signed it. 

“Tt is altogether possible that, in the preservation of 
all those portions of the existing railroad plant whic 
are essential to the nation’s business, some new policy of 
financing those agencies with government aid may be 
inevitable,” said that group. “If so, that problem should 
be honestly and courageously faced when it is presented. 
This, in our judgment, should not preclude us from view 
ing with approval the disposition of Congress to furnish. 


for the use of the nation’s business, the best system of § 


internal water transportation which can be devised.” 
There are grave problems involved in the goverl 
ment’s subsidy policies. If a subsidy to one form of 


transportation is to be forced because a competing form 
(Continued on page 1098) 









This report did not reflect the views 
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Current Topics in 
Washington 


i ea 


The Supreme Court of the United States 
this week, in petroleum conservation liti- 
gation coming up from Oklahoma, rendered 
a decision that, in years to come, may rank 
in importance with Gibbons vs. Ogden, 
McCulloch vs. Maryland, Marbury vs. Madi- 
son, the Dartmouth College Case, Smyth vs. Ames, and the 
Shreveport case. The opinion was written by Justice Butler. 

In substance, the court said a state had power to prevent 
waste. In this particular case it was speaking about the waste 
of crude petroleum and natural gas, the agency that brings oil 
to the surface. How far the court would go in upholding the 
power of a state to prevent waste resulting from anti-social 
competition is in the realm of speculation in which there are 
no guide posts so definite as easily to be recognized. .But the 
opinion is definite in its proposition that, because a man Owns 


States Have 
Great Power to 
Prevent Waste 


. the surface of land, he may not do as he pleases in taking 


oil and/or gas regardless of the hurt to his neighbors. The 
state may curb him. Seventeen years ago Oklahoma passed 
a statute authorizing the prorationing of petroleum production. 
Real necessity for its enforcement in a way that would put a 
curb on a man determined to take from the ground all the oil 
he could get did not arrive until 1931. Oklahoma, through the 
corporation commission of which Paul Walker is now chairman, 
then clamped on proration orders, 

The complaining oil refiner, who also had wells, asserted 
that the Oklahoma law violated the due process, equal protec- 
tion and commerce clauses of the federal constitution, violated 
the anti-trust laws of the United States in that the proration 
orders were intended to limit interstate commerce, to favor speci- 
fied producing fields and certain producers and fix prices by 
controlling production. Complaint was made that the owner 
had a vested right to drill wells and to take all the flow there- 
from so long as there was no physical waste by him and the 
production was put to commercial uses. 

But the court said him nay. It said an owner did not have 
an absolute right to the non-solid minerals under his land, but 
that his right to take was subject to the reasonable exertion of 
the power of the state to “prevent unreasonable loss, destruc- 
tion, or waste,” and that that power “extends to the taker’s 
unreasonable or wasteful use of natural gas pressure available 
for lifting the oil to the surface and the unreasonable and 
wasteful depletion of a common supply of gas or oil to the 
injury of others entitled to resort to and take from the pool.” 

This case, unlike many other celebrated cases, takes 
nothing from the states. On the contrary, it declares that the 
states have a power that may be applied in such way, certainly 
to oil and possibly in the other natural resource industries, 
coal and lumber, as to enable them to set up machinery to 
prevent overproduction when such overproduction can be shown 
to result in waste, the states being largely the judges of what 
constitutes waste. 

The oil industry, one day a prince and another a pauper, 


» has gone so far in its efforts to prevent waste as to have the 


ten big oil states ask Congress to approve compacts among 
them, in the nature of treaties among sovereignties, whereby 
they may coordinate their efforts and have them operate as 
units in fields in which it is admitted that the federal govern- 
ment cannot operate. It cannot operate in the states because 
production is not commerce among them. The oil states ask 
for authority to make such compacts on the ground that, unless 
California, for instance, can agree with its neighbor states as 
4 — much the wells shall be choked, nothing will be accom- 
ished, 


m This Oklahoma decision backs up the oil states’ efforts to 
ée limit. 





At least one public: servant in New 
York has almost awakened to the duty 
resting on all such servants to protect 
citizens from corporations not carefully 
supervised either in their creation or 
; operation. Justice Dike, of the Supreme 
Court in Kings county, has refused a fraternal club the privilege 
of calling itself “Jiggs Nut Club, Inc.,” 256 N. Y. Supp. 273. 
‘There is a serious obligation resting upon this court,” 


Thumbs Down 
on Undignified 
Names for Clubs 


ET , Traffic World 
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says the Dike opinion, “to prevent the adoption of a name for 
a corporation that shall be inappropriate, vulgar, lacking in 
dignity, or tending in any way to cast reflection upon the 
appointing power.” 

Apologetically, he said, “nemo unquam judicet in se” in 
presuming to set aside the judgment of the incorporators, After 
having told them, in Latin, that no one was fit to be the judge 
of his own case, he said “nihil nequam est praesumendum.” In 
another place he said that “novitas non tam utilitate prodest 
quam novitate perturbat” and, almost finally, “nomina sunt 
notae rerum.” 

“Therefore,” said he, “after mature consideration and with 
all presumptions favorable to the application being carefully 
considered, I shall deny the application on the ground that the 
name is not an appropriate or dignified name for a membership 
corporation. Verbum sap.” 

Therefore, the country is to be saved from the horror of 
being asked to join a nut club named in honor of the man 
who has a pining for corned beef and cabbage and the society 
of Dinty Moore, while affiliates of banks in New York continue 
to play ducks and drakes with the money entrusted to them for 
investment. ’Tis more honorable to avoid the possibility of 
being a member of such a club, without money in one’s pocket 
because a bank affiliate has thrown it to the birds, than to be 
a member of so horrible a thing and have money in one’s pocket 
because public servants have not supervised the creation and 
operation of corporations dealing with the money of the public, 
instead of wasting time on nut clubs. 





It may be that now is the time to 
get married because potatoes are 
cheaper, but, it might be suggested, 
there is something to be done in this 
world other than getting married. 
For instance, there is the pleasure of 
going places and seeing things. That, like getting a start in 
married life, is cheaper now than for many a year. 

The government itself has recognized that fact. It, there- 
fore, in memoranda for the press, is calling attention to its 
national parks and the facilities afforded to reach them by 
the transcontinental lines. Most of them, Horace M. Albright, 
director of the national park service, points out, reach many 
of the national parks. Cooperating with the railroads, he says, 
are the auto transportation companies that carry visitors from 
the rail terminals to and through the national parks. One 
trunk line, he says, serves fifteen parks, including Mount 
McKinley in Alaska and the famous volcanoes of the Hawaii 
park, the mountain and the volcanoes, through excellent steam- 
ship connections. 

A trip to Mount McKinley national park from the eastern 
seaboard, he observes, makes use of an interesting combination 
of modes of travel, including saddle horses and airplanes after 
the passenger gets to Alaska, the airplane being particularly 
suited for use in the northernmost part of the United States. 
But at no place does the director suggest that anyone see this, 
that, or the other place, and die. That is not good philosophy 
in these days when every human being outside of the grave is 
considered more or less of a prospect for a good salesman. 


Now Is the Time 
to Get the Wanderlust 
Out of the Blood 





The radio men of the world, the 
Radio Division of the Department of 
Commerce has discovered, are building 
up codes that may become languages. 
They think a new language is springing 
up in the United States that is under- 
stood by no fewer than 26,000 persons, but not spoken by any. 
It is the language talked by the amateur radio operators back 
and forth daily across thousands of miles of space by the use 
of dots, dashes, and spaces. In passing, it might be said that 
the old-fashioned telegraph operators, the “lightning jerkers,” 
who have been displaced, to a large extent, by teletype opera- 
tors who know the typewriter keyboard but nothing about the 
hellishness of the Morse combination for Lake Erie Ice and 
Iron Company, for instance, had codes. One of the most used 
codes was that invented by Phillips, an operator who was also 
a newspaper man. Reporters and telegraph operators used it. 
To some extent, the former use it in reporting speeches to this 
day. But now the amateur radio operators are filling a long 
felt want. 

L. C. Quaintance, of the Radio Division, recently picked up 
the following message transmitted in international Morse code: 

“Tks om fr cl hrd u wkg wid sum vk ts am ur sigs vy gud 
wx tdy fb fr dx nil QRN qrm hr wl ob gess nm hr Wl sa gm pse 
qsl ur crd gld 2 qso es hpe cu agn vy 73 es gl.” 

Translated for the layman, it reads: 

“Thanks, old man, for the call. I heard you communicating 
with some of the Australian amateurs this morning. Your sig- 
nals are very good. Weather today is excellent for long distance 
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communication, no static or interference here. Well, old boy, 
I guess there is nothing more here so I will say good morning. 
Please send me your card. I am glad to have communicated 
with you and I hope to do so again. Very best regards and 
good luck.” 

There is still another “language” used by the amateur 
operators, says a Department of Commerce statement. It is in- 
ternational in scope and can be understood fully as well by the 
Russian, Chinese, Spaniard, German or American. It is the 
“Q” system of communication. 

The principal drawback to the “Q” language is the relatively 
limited vocabulary. It is intended specifically for the trans- 
mission of intelligence bearing directly upon radio communica- 
tion, and not for the transmission of other messages. 

This language is used by the approximate 50,000 amateur 
radio operators, half of whom are in the United States, as well 
as in the International Marine Service. 

Besides building up a new “radio language” by which ama- 
teurs communicate on every-day matters, the amateurs are 
developing technical vocabularies that are difficult, and repre- 
sent months of study. 





Whether the governmental atti- 
tude that bankers must assume a 
considerable share in the financing of 
railroads is due to the Commission 
or to the Reconstruction Finance 
Corporation, or to both, the fact that 
the Pennsylvania and the Baltimore and Ohio have undertaken 
to get half the money for their pressing needs from private 
sources instead of depending on the government, it is believed, 
may be taken as a healthy sign. There is an idea abroad among 
a good many people that some of their neighbors have “laid 
down” on their job of supporting themselves, content to assign 
the depression as their reason or excuse for not putting forth 
further efforts in their own behalf. The result is a continuance 
of poor business conditions. 

Those who are bucking up, including the two railroads, it 
has been suggested, may get some bumps before things become 
right again. But, if they do, it might be further suggested that 
the bumps will not be chargeable to them in as great a degree 
as those of their neighbors who have folded their hands and 
expected the government to do everything for them. 

Another suggestion in that connection is that the policy is 
putting off, if not entirely abolishing, the day when the govern- 
ment, by reason of its loans to railroads, will be in the railroad 
business, without the aid of those, generally believed to be 
politically crosseyed, who imagine government ownership and 
operation of railroads would be a good thing.—A. E. H. 


15A AND RAILROAD CONTROL 


The Trafic World Washington Bureau 


Chairman Pou, of the House committee on rules, announced 
May 14 after an executive session of the committee following 
an open hearing on the Rayburn resolution providing for con- 
sideration by the House of H. R. 11677, to amend sections 5, 
15a and 19a of the interstate commerce act, that no action 
had been taken by the committee on the resolution. He de- 
clined to amplify that statement or agree or dissent to an 
interpretation of it to the effect that it meant that the bill 
would not be brought up at this session of Congress. It was 
pointed out that the committee could consider the matter 
further. 

Chairman Rayburn, of the House committee on interstate 
and foreign commerce, who had made argument before the 
rules committee for his resolution, expressed the opinion that 
— — committee would approve a rule for consideration of 
the a 

The open session of the committee May 14 was featured by 
an attack on the Commission and Commissioner Eastman by 
Representative Beck, of Pennsylvania, formerly solicitor general 
of the United States, who appealed to the committee not to 
permit the bill to be brought up because it included the pro- 
visions relating to holding companies and ownership of rail- 
road stock. He said the bill should be split into two parts, one 
dealing with the holding company phase, and the other with the 
section 15a and 19a amendments, and urged the committee to 
require that the bill be so divided if it was to be considered. 

The Pennsylvanian’s attack on the holding company or con- 
trol provisions of the bill followed along the line of the minority 
report written by Mr. Beck. (See Traffic World, May 14.) He 
charged that the bill would empower the Commission to deter- 
mine who should own the railroads; that passage of the bill 
would be the last step to government ownership which he 
asserted was favored by one member of the Commission, the 
reference being to Commissioner Eastman, whom he later named. 
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The Commission, Mr. Beck asserted, already was dru; 
with power, and charged that what was back of the bil] Was 
the insensate ambition of the Commission and of Commission¢, 
Eastman for more power. He protested against what he Said 
was a governmental system of regulation under which Most 
important rights were determined not infrequently by a “litt, 
$3,000 clerk.” He said the time had come to stop. His ide 
about a $8,000 clerk deciding things was based on an unde. 
standing, as explained by him, that the Commission and cop. 
missioners acted on records obtained by such clerks. 


Much as he favored repeal of the recapture provisions y 
the act, said Mr. Beck, he doubted the wisdom of bringing tha 
proposal before a Congress that was hysterical and haragge; 
because the charge would be made that an attempt was being 
made again to aid the railroads through relieving the railroads 
of recapture claims. The railroads, he said, were “a dying 
patient” and could not stand the shock that would follow 
passage of the holding company provisions. Representative 
McMillan, of South Carolina, expressed the opinion that some. 
thing should be done for the railroads and said he favored 
repeal of recapture. 

Representative Cooper, of Ohio, a member of the interstate 
commerce committee, said he opposed merging the Section ; 
and section 15a-19a bills, and that he agreed with Mr, Beck 
as to the holding company provisions. Passage of those pro. 
visions, in his opinion, would seriously affect the financial re. 
covery of the railroads. In one county in his district in Ohio, 
said he, the railroads paid more than 50 per cent of the taxes 
paid. He declared for regulation of motor vehicles, conteni. 
ing he could not see why they should not be regulated if the 
railroads were. 

Representative Hoch, of Kansas, appearing in support of 
his proposal for a modified basis for collecting excess earnings 
in the past, said he had not favored merging the rate ani 
holding company bills, though he was for the holding company 
provisions. 

Chairman Rayburn had previously addressed the committee, 
assailing holding company operations that he said violated the 
spirit of the consolidation provisions of the law. Representative 
Parker, of New York, put in the record data on holding com. 
panies taken from the Splawn report. 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, said May 18 that H. R. 11677 would be 
separated into two measures, one dealing with the so-called 
holding company problem, and the other with sections 15a and 
19a of the interstate commerce act. The two subjects were 


originally handled separately by the committee which approved § 


two bills. Later the two bills were merged into H. R. 11671. 


Decision to bring in two bills was made as the result of 
the House committee on rules not acting on the request for 
a rule for H. R. 11677. Chairman Rayburn said he would ask 
that provision be made for consideration of both the holding 
company or control bill and the rate-making-valuation bill. He 
also said that the latter bill would be revised so as to substi 
tute for the provision repealing recapture retroactively a prc 
vision along the lines advocated by Representative Hoch, of 
Kansas, and the other members of the committee who joined 
him in urging that the net railway operating income be aver: 
aged for the entire period since 1920 and settlements as 0 
excess earnings made by the Commission and the carriers, 
with the Commission authorized to agree with the carriers 4 
to the valuation base for recapture. Mr. Rayburn said he would 
propose that the recapture period extend from the date of tht 
passage of the act in 1920 to January 1, 1933. It has bee 
figured that if 1931 and 1932 are included in the recapture 
period there will probably be little to recapture from any road 
because of the falling off in earnings in those years. 


Chairman Rayburn said the change as to recapture woul 
be made because of substantial opposition in Congress to retre 
active repeal of recapture. He favored retroactive repeal. 


Chairman Rayburn introduced H. R. 12146, to amend set 
tions 15a and 19a of the act, including a provision for deter 
mination of excess earnings since 1920 on the basis of the 
entire period since that time rather than year by year. The 
House committee on interstate and foreign commerce, hot 
ever, May 19, voted for separate reports on the railroad contr 
and rate-making bills in the forms originally approved by the 
committee before the two measures were included in one bil 
The rate-making bill provides for repeal of recapture from th 
beginning. The issue, therefore, as to whether there shall b 
repeal from the beginning, which would relieve the railroads © 
all recapture claims and result in the carriers that have pat 
money into the recapture fund getting their money back, ¥ 
have to be raised in the House by the offering of an amendme= 
giving effect to the Hoch proposal. Representaive Hoch pia 
to offer such an amendment. 
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ILLINOIS COAL ADJUSTMENT 


HE Commission, in a second supplemental report, written by 

Chairman Porter in No. 23130, intrastate rates on bituminous 
coal between points in Illinois, has found unjustly discriminatory 
against interstate commerce, the intrastate rates on coal from 
the Springfield, Fulton County and Peoria groups in Illinois to 
Chicago. It has ordered the removal of the discrimination not 
later than July 10 by the establishment of rates not less than 
$1.65 a net ton from the Springfield group, $1.55 from the Fulton 
and $1.43 from the Peoria group. To these rates, the Commis- 
sion said, might be added the emergency rates or charges author- 
ized in the Fifteen Per Cent Case, 1931, 178 I. C. C. 539, 179 
L C. C. 215, if similar additions are or have been made to the 
interstate rates from Indiana groups to Chicago. 

In the original report (see Traffic World, March 26, p. 660) 
the Commission found that the rates from the three groups 
mentioned had not been shown to be unlawful as alleged. Upon 
petition of the carriers the case was reopened and their old 
rates, five cents a ton higher, restored. The Commission, in 
this report, said that upon reconsideration of the record it found 
that a distance of 185 miles considered by it as the average 
mileage from the Springfield group was from Springfield proper 
and that the average was 194 miles, within six miles of the 
average distance from the Linton-Sullivan group in Indiana to 
Chicago, from and to which the rate prescribed in Illinois-Indiana 
Coal Cases, 128 I. C. C. 265, was and is $1.65 a net ton. In the 
original report in this case that $1.65 rate was found not un- 
reasonable. Similar examination of the record with respect to 
the other groups caused the Commission to reach the conclu- 
sions hereinbefore set forth. 

The Commission, in this report, affirmed its prior finding 
that the intrastate rates from the northern Illinois group to 
Chicago had not been shown to be unlawful. 


SOUTHWESTERN CLASS RATES 


In the thirteenth supplemental report, written by Commis- 
sioner Lewis, in No. 13535, Consolidated Southwestern Cases, 
except Nos. 15217 and 15231, the Commission has authorized the 
carriers to establish a rate of 8 cents on sulphuric acid (oil of 
vitriol), in tank cars, from Bartlesville, Okla., to Coffeyville, 
Kan., and from and to intermediate points, without the estab- 
lishment of reduced rates on that commodity from or to other 
points. The movement to which the reduced rate is to apply 
is from Bartlesville to Coffeyville, over the 30-mile route of the 
Katy or the 68-mile route of the Santa Fe. This required a 
modification of the original report, 123 I. C. C. 203. 

The Commission has also modified commodity description 

22, appendix 10, as amended in the tenth supplemental report, 
173 I. C. C. 263, by removing the restriction upon the quantity 
of covers or tops for fruit and jelly containers, 10 per cent, to 
be included in mixed carloads with glass jars, etc., at the car- 
load rates prescribed for the commodity item, the reason for 
the limitation having disappeared. 
A petition for the further amendment of commodity descrip- 
tion 22, appendix 10, as amended in the tenth supplemental 
report, 173 I. C. C. 263, to strike therefrom the clause making 
the prescribed minimum subject to Rule 35, was denied. But 
the report said that the carriers were at liberty voluntarily to 
eliminate the provision from their tariffs. The Commission 
Pointed out that for it to require the striking of the requirement 
about Rule 34 would be tantamount to a finding that that part 
of the tariff was unlawful and require the maintenance of a 
20,000-pound minimum for all sizes of cars. It pointed out that 
the 30,000-pound minimum was, in most cases, the dividing line 
between the so-called light-loading and heavy-loading commodi- 
ties and that the reasons why it should not usually require the 
publication of a flat minima of that amount and less were stated 
in Western Trunk Line Class Rates, 181 I. C. C. 301. The new 
Provisions are to be effective not later than August 3. 


LIVESTOCK FROM THE VIRGINIAS 


Rates on livestock from the Virginias to eastern markets 
are to be revised, not later than August 1, as a result of the 
decision of the Commission, by division 5, in No. 22416, Virginia 


Livestock Growers & Shippers et al. vs. N. & W. et al.; No: 


23524, West Virginia Livestock Growers & Shippers et al. vs. 
C. & O. et al., and I. and S. No. 3522, livestock from Virginia, 


West Virginia, Maryland, Pennsylvania and District of Columbia 
to eastern points. The readjustment is to be based on a mileage 
scale, with distances computed via the shortest routes usable 
without transfer of lading, subject to minima not exceeding 
those maintained in connection with rates established in ac- 
cordance with the findings in Eastern Livestock Cases of 1926, 
144 I. C. C. 731 and 166 I. C. C. 277. 

The Commission, in these cases, found unreasonable the 
rates on livestock from points in the Virginias to Jersey City, 
N. J., Lancaster and Philadelphia, Pa., Baltimore, Md., Benning 
and Washington, D. C., for the future but not in the past. 

It further found rates on livestock from points in West 
Virginia to destinations in Virginia had not been shown to have 
been or to be unreasonable, and found that proposed increased 
rates on livestock, from points in the Virginias and contiguous 
territory, to eastern markets were not justified, ordered the 
schedules to be canceled and discontinued the proceeding. 

The Commission said that under the findings in this case 
rates from many of the West Virginia origins shown of record 
to the markets in question would be increased whereas the 
rates from Virginia origin points, generally, would be reduced. 
On account of the increases and reductions the Commission 
applied the principle of a general revision calling for increases 
and reductions and found that the rates were not unreasonable 
in the past, thereby making reparation impossible. 

The scale prescribed for use in making the new rates, called 
a basic scale, is to apply on calves, sheep, lambs and hogs in 
double-deck cars and on cattle in carloads. Rates on calves 
and hogs in single-deck cars are not to exceed 115 per cent 
of the basic scale and on sheep and lambs in single-deck cars 
they are not to exceed 125 per cent of the basic scale. 

The schedules covered by the suspension proceeding, the 
report said, were filed after the report of the Commission in the 
eastern livestock case. The Commission said that in view of 
the conclusions in the formal complaint part of the case it was 
unnecessary to discuss the rates proposed. 

Commissioner Farrell, concurring, said he concurred, not- 
withstanding his belief that the rates prescribed were below the 
maximum of reasonableness, for the reason, among others, that 
the record showed clearly that the chaotic conditions complained 
of should be removed by the adjustment provided for in the 
report. 

The scale begins with a rate of 12 cents for an initial 10- 
mile block, becomes 16 cents at 50 miles; 21 cents at 100 miles; 
26 cents at 200 miles; 31 cents at 300 miles; 36 cents at 400 
miles; 41 cents at 500 miles; 45 cents for the block between 
590 and 620 miles, and ends with a rate of 51 cents for the 
block between 770 and 800 miles. 


COMMISSION REPORTS 


Agricultural Implement Material 


Fourth section application No. 14615, implement and vehicle 
material, Fort Smith, Ark. By division 2. Fort Smith & West- 
ern and M.-K.-T. authorized, in fourth section order No. 10924, 
to establish and maintain the same rate on agricultural imple- 
ment, sleigh and vehicle material, over their long route from 
Fort Smith, to Kansas City, Mo., as over the direct route, but 
not lower than 24.5 cents, subject to the usual conditions. Com- 
missioner Aitchison dissented on account of alleged insufficiency 
of the record as a foundation for permanent relief. 


Garlic 


No. 24112, Pennsylvania Macaroni Co. vs. T. & N. O. et al. 
By division 3. By supplemental report, error corrected in 
original report, 177 I. C. C. 1, by omitting sentences intended to 
have been stricken out in the original report, about rates on 
garlic, saying that “such a situation could not result in undue 
prejudice to complainants who were receivers of the shipments. 
Phila. & Reading Ry. Co., 240 U. S. 334.” 


Coal Divisions, Etc. 


No. 24237, Huntingdon & Broad Top Mountain Railroad & 
Coal Co. vs. Pennsylvania et al. By division 3. Report written 
by Commissioner Lee. Divisions accorded complainant out of 
interstate joint rates, bituminous coal, originating on its line, 
unjust, unreasonable and inequitable, but not unduly prejudicial, 
to the extent they may be less than 60 cents a long ton. Divi- 
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sions on other traffic, not unreasonable, unjust or inequitable. 
New division to be effective not later than August 8. 
Dried Beans and Peas 

No. 23350, Public Utilities Commission of the State of 
Idaho vs. O. S. L. et al. By division 2. Report, supplemental, 
by Chairman Porter. Upon petition of the carriers, prior find- 
ing, 181 I. C. C. 731, relating to rates, dried beans and peas, 
carloads, points in Idaho on the Oregon Short Line to destina- 
tions in eastern Minnesota, Iowa and Missouri, modified so as 
to avoid fourth section difficulties. The original order, to avoid 
inconsistencies which Chairman Porter said were not contem- 
plated by the Commission when it made the original finding, 
has been modified by adding a proviso to the third ordering 
paragraph of the order of February 5, as follows: “Provided, 
that the resulting rates from southern Idaho to destinations in 
eastern South Dakota, Nebraska and Kansas may be applied as 
minima at more distant points, over reasonably direct routes, 
in Minnesota, Iowa and Missouri.” 


Fresh Fish 


No. 24113, Mid-Central Fish Co. vs. C. St. P. M. & O. et al. 
By division 4. Dismissed. Carload, fresh fish, Bayfield, Wis., 
to Kansas City, Mo., not misrouted. Shipment found to have 
been undercharged, a rate of 61 cents, instead of applicable 
combination of 86, having been collected. Consignor routed 
shipment under belief that the rate of 61 cents quoted by a 
freight agent was the correct one. Complaint was filed to 
prevent collection of undercharges on the theory that there was 
misrouting. Commission said it was well settled that a carrier 
was not liable to a shipper for an erroneous quotatoin of a rate 
except when made in writing and that a shipper was charged 
with knowledge of the lawful rate. 


Crushed Limestone 


No. 24606, Shelby County Commissioners vs. M. P. et al. 
By division 4. Dismissed. Rate, crushed limestone, Krause, 
Ill., to Capleville, Tenn., applicable and not unreasonable. 


Bath Tubs, Etc. 


No. 23841, Kohler Co. vs. C. & N. W. et al., and No. 24287, 
Wolff Co. vs. B. & O. et al. By division 4. Ratings and rates, 
enameled-iron bath tubs, and shower-bath receptors, in straight 
or mixed carloads, Sheboygan, Mich., and Chicago, IIl., to points 
in official classification territory, unreasonable to the extent they 
exceeded or may exceed ratings and rates made 40 per cent of 
the contemporaneous first class rates, minimum 30,000 pounds, 
subject to Rule 34 of the classification; ratings and rates on 
enameled-iron drinking fountains in straight carloads or in 
mixed carloads with enameled-iron bath tubs or shower bath 
receptors, from and to the same points, unreasonable to the 
extent they exceed or may exceed ratings and rates 40 per cent 
of the contemporaneous first class rates, minimum 36,000 pounds, 
subject to Rule 34, and rates and classification ratings, china or 
earthenware plumbers’ goods considered in this report, in 
straight or mixed carloads, including mixed carloads, china or 
earthenware and enameled-iron ware articles, unreasonable to 
the extent they exceeded or may exceed 45 per cent of the con- 
temporaneous first class rates, minimum 30,000 pounds, sub- 
ject to Rule 34. Rates and ratings found reasonable, report 
said, were to apply also on necessary equipment of fittings, 
either attached or detached, when in the same package with the 
various articles of plumbers’ goods for which they were in- 
tended. New rates and ratings to be effective not later than 
August 17. 

Cottonseed 


No. 24509, Port Gibson Oil Works, Inc., vs. L. & A. et al. 
By division 3. Rates, cottonseed, points in Louisiana and 
Arkansas to Port Gibson, Miss., unreasonable. Reparation 
awarded and rates, effective not later than August 11 prescribed. 
Rates found unreasonable for the past and for the future to 
the extent they exceeded or may exceed to Port Gibson on a 
40,000 pound minimum the following: Vidalia, La., 14 cents; 
Ferriday, Mansford, Sycamore and Minorca, La., 15 cents; Al- 
satia, Clayton, Frogmore, Roosevelt, Sondheimer, Willets, and 
Enoka, La., 15.5 cents; Bomer Spur, Goldman, Jonesville, Newell- 
ton, Sicily Island, Transylvania, Waterproof, Wildsville, Wilman, 
Azucema, Locust Ridge, Lake Providence, and Balmoral, La., 
16.5 cents; St. Joseph, Shelburn, Wisner, Peck and Pioneer, La., 
17.5 cents; Archibald, Black Hawk, Chase, Gassoway, Gilbert, 
Mangham, Millikin, Oak Grove, Oak Ridge and Winnsboro, La., 
and Readland, Ark., 18.5 cents; Baskin, Kilbourne, Lettsworth, 
Mer Rouge, Chicot, and Eudora, Ark., 19.5 cents; Lake Village, 
Ark., and Innis, La., 20.5 cents; Morganza, La., 21.5 cents, and 
New Roads and Livonia, La., 22 cents. Commission said these 
conclusions were without prejudice in the determination of 
No. 17000, part 8, cottonseed, its products and related articles, 
pending. Commissioner Lee, concurring in part, dissented from 
the award of reparation. 
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LAKE CARGO COAL LIMITATION 


The Trafic World Washington Bureay 


Answering requests for the suspension of their tariffs pla,. 
ing a limitation on their lake cargo coal rates so that they wij 
not apply when the coal is destined to a point on a waterways 
wholly within the state of New York, the affected railroads 
pointed out that, for years, there had been limitations on tide. 
water coal so that when reshipped to points within the capes 
of Delaware and Chesapeake Bays the tidewater rates would 
not apply. They said that the Commission, in City of Detroit 
vs. Railroads, 77 I. C. C. 98, had decided that restrictions in the 
application of lake cargo coal rates such as would result ip 
variable rates to the transshipping ports, based on the desting. 
tion of the coal, were not unlawful. 

Rates on coal, as published to transshipping ports on Lake 
Erie, Lake Ontario and the St. Lawrence River, they added, 
were never intended to apply, nor had they ever applied, on 
regular movements of coal discharged from vessels upon water. 
ways located wholly within New York state. They said that 
but one cargo had been transshipped from a port on Lake Erie, 
Lake Ontario or the St. Lawrence River to a destination on 
waterways located wholly within New York and that that cargo 
moved in 1931. 

“It is worthy of note,” said the railroad answer, “that neither 
the shipper nor the receiver of that one cargo is here protesting. 
Respondents have been informed that certain industries situated 
within interior New York state on waterways located wholly in 
that state are contemplating diverting bituminous coal traffic 
heretofore moving all-rail to the rail-lake-and-barge route. Such 
diversions, if made, will substantially and seriously decrease rail- 
road revenues and possibly have effect upon all-rail rate struc- 
tures prescribed by this Commission in Syracuse Chamber of 
Commerce vs. ” age 146 I. C. C. 59, and others.” 

The allegations of prejudice and preference, the railroads 
added, were without foundation, because, as they had stated, 
traffic had not in the past been customarily shipped via rail, lake 
and barge to points in interior New York state. 

The railroads said they would have no trouble at all, through 
their Ore and Coal Exchange at Cleveland, O., in conjunction 
with the dock agents of individual carriers at the transshipping 
ports, to ascertain the destination of any and all coal loaded into 
vessels. They said the protestants had not raised any question 
about the ability of the railroads to ascertain, at the ports of 
transshipment, whether coal was intended for delivery at ports 
on waterways within New York, presumably because they real- 
ized that that offered no appreciable difficulty. Lest, however, 
the railroads said, that question should be raised, they desired 
to show how they could meet such a situation, through their 
organizations at the port of transshipment. 

The Commission, May 19, voted not to suspend tariffs limit- 
ing lake cargo coal rates so that they would not apply on coal 
going to points on waterways wholly within the state of New 
York. The limitation became effective May 20. 

Refusal of the Commission to suspend the limitation placed 
by the railroads upon their lake cargo coal rates was taken by 
those interested in the railroad side of the subject as indicating 
that the Commission believed the carriers were justified in tak- 
ing steps to preserve the coal rate adjustment it had made to 
upper New York state. A further thought was that the Com- 
mission, by that refusal, intended to give recognition to what 
railroads have contended was their right, namely, that when 
they granted rates lower than the Commission probably would 
have a right to prescribe in the first instance, to say under what 
conditions the less than maximum reasonable rates might be 
used. 

Another thought was that the Commission had no desire, 
at this time at least, to go into the question whether the rail- 
roeds have or have not the right to limit the use of their trans- 
shipment tidewater rates as they do, to points outside or beyond 
the Hampton Roads and Delaware Bay capes. Transshipment 
rates, in a general way, may not be used in connection with 
shipments to points within the capes. They may be used only 
on traffic going to destinations on the ocean beyond the capes, 
and to foreign countries. 

The limitation that, by reason of the refusal to suspend 
tariffs that became effective May 20, prevents the use of lake 
cargo coal rates for supplying places on the New York state 
barge canal which have been using all-rail coal transported over 
the lines of the railroads that placed the limitation in the 
tariffs, the traffic, in normal times, being estimated at about 
9,000,000 tons. 


RAIL PENSION BILL 
Senator Hatfield, of West Virginia, has introduced S. 4646, 
a bill to provide for the establishment of a system of pensions 
for railroad and transportation employes, and for a Railroad 
Pension Board. 
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Proposed Reports in I. C. C. Cases 





COTTON BACK-HAUL 


proposal that the Illinois Central System shall be limited to 
A the collection of back-haul charges on cotton to such in- 
stances in Which a back-haul is actually performed has been made 
by Examiner F. A. Clifford, in No. 24483, Meridian Traffic Bureau 
ys, Illinois Central et al. He said that the Commission should 
find inapplicable back or circuitous haul charges provided in 
the defendant’s tariffs for application on interstate carload ship- 
ments of cotton, concentrated and compressed at points in 
Mississippi, where such shipments were forwarded over routes 
which did not entail an actual back-haul or out-of-route move- 
ment. Further, he said that practice should be found unlawful. 

The Meridian organization in its complaint assailed as un- 
reasonable the transit rules, regulations and practices under 
which such charges were collected on cotton from stations on 
the Illinois Central and system line, the Yazoo & Mississippi 
Valley, in Mississippi, concentrated and compressed at various 
points in that state and reshipped to destinations in other states, 
where no back-haul service in connection with such movements 
to and from the transit points was actually performed. 

Years ago, when the Illinois Central had only north and 
south lines through the affected cotton territory, according to 
the report, it devised a simple system for imposing out-of-line or 
back-haul charges, dependent upon the location of the points of 
origin in relation to an east-and-west line drawn through Can- 
ton, Miss. After the Alabama & Vicksburg, an east and west 
line, was added to the Illinois Central system, use of that 
method, according to the complaint, caused the assessment of 
such charges when no back-haul service was performed. 

The defendant, the examiner said, construed the tariffs as 
authorizing and requiring the assessment of the back or cir- 
cuitous haul charges irrespective of whether shipments to and 
from the transit points were forwarded over routes entailing 
an actual back-haul. It contended that the method was a base 
for compensation for transporting cotton to the transit points 
and for services rendered at those points.’ It said that if the 
construction contended for by the complainant was sustained it 
would thereby be deprived of revenue to which it was entitled 
for such services. The examiner said a thorough analysis of 
the evidence led to the conclusion that the defendant’s con- 
cern in this case was not so much to justify the legality of the 
charges as it was to avoid a duplication of labor, expense and 
inconvenience that would be entailed in amending its tariffs by 
incorporating routing provisions under an adverse decision in 
this case and then again revising them to conform to restric- 
tions which it anticipated would be imposed under fourth section 
application No. 14524, cotton from and between points in south- 
ern territory, a Case now awaiting hearing. 

“Inconvenience or hardship that may result from provisions 
of the law will not justify a departure from the statute as 
written,” said the examiner. “In the instant case the statute 
affords no alternative in the matter of applying the provisions 
of section 6. Back or circuitous haul charges cannot be arbi- 
trarily assessed but must be specifically authorized by tariff 
provisions.” 


LIVE STOCK DELIVERY 


Examiner J. Edgar Smith, in No. 24375, Hygrade Food 
Products Corporation vs. A. T. & S. F. et al., has recommended 
that the Commission define the rights of complainant in the 
delivery of shipments of live stock consigned to it in Chicago, 
Ill, make no reparation but hold open the record to enable the 
Parties voluntarily to submit, subject to the Commission’s ap- 
Proval, such corrections of charges, rules and practices as he 
had discussed in the report. 


_ The complaint alleged that for the livery of live stock con- 
Signed direct to the complainant at the Union Stock Yards, 
charges over and above the rates named in lawful tariffs were 
assessed and charged. Smith analyzed the complaint to mean 
that by making the stock yards of the Union Stock Yard & 
Transit Co. their station for the delivery of live stock, the rail- 
roads had made possible the imposition of “yardage charges” 
which were unjust and unreasonable; that the “yardage charges” 
were not filed with the Commission and that their imposition 
on shipments consigned direct to the complainant violated not 
only section 6 but section 15 (5) in that they were assessed 
upon a necessary part of the delivery of inbound shipments; and 
that the complainant was entitled to delivery of live stock con- 





signed to its own siding without other charges than now applied, 
omitting “yardage charges” on deliveries through the stock 
yards; and that, if deliveries of carloads of live stock on its 
own siding incurred additional charges not less than $12 a car, 
then such charges were unjust, unreasonable, unjustly dis- 
criminatory, and unduly prejudicial as compared with the 
charges paid by the Omaha Packing Co., also of Chicago. 

The complainant’s plant is across the street from the stock- 
yards. There are runways for animals crossing the street to 
the complainant’s plant, which is served only by the Chicago 
Junction Railroad. The Omaha company’s packing plant, alleged 
to be preferred, Smith said, was served by the Burlington, exclu- 
sively. He said the complainant had two sidings to its plant, 
each with a stub-end but no unloading facilities. 

The examiner discussed cases pertaining to the duties of 
carriers in the unloading of live stock, including the Covington 
Stock Yards Co. vs. Keith, 1389 U. S. 128 (11 S. Ct. Rep. 461), 
usually the foundation upon which decisions of live stock un- 
loading cases are based. He also discussed the “yardage 
charges,” over which he said the Commission had no jurisdiction 
but concern if it be shown that the “yardage charge” were im- 
posed as a transportation charge or charge in connection with 
the transportation duties of carriers. 

Smith said the record contained no successful attack upon 
the facilities for unloading and receipt of live stock at Chicago 
whether those facilities be viewed from any one of several 
angles suggested by him. 

The examiner said the Commission should find that the 
rates, rules, regulations and practices complained of, so far as 
they were subject to its jurisdiction, were not unreasonable, 
unjustly discriminatory, unduly prejudicial or otherwise in viola- 
tion of the interstate commerce act except that complainant 
was entitled to take possession of live stock consigned to it at 
the union stockyards immediately upon unloading into the 
receiving (delivery) pens there, and that when so delivered to 
complainant no lawful act of complainant in removing such con- 
signment by driving the animals over, across, or through the 
facilities furnished by the stockyards for such removal, and 
no act of the stockyards in weighing animals on the hoof and 
counting them during or prior to such removal, could give any 
right to the rail carriers or their agent, the stockyards, to 
assess or charge anything in excess of the published tariff rates 
and charges subject to the interstate commerce act. 

Smith said the Commission should further find that when- 
ever the complainant had taken or did take possession and deliv- 
ery of live stock consignments at the unloading (delivery) pens 
and upon such consignments charges over and above those ap- 
plicable under the interstate commerce act were assessed and 
collected, such charges were in flat violation of section 15 (5) 
as well as section 6. 

And, Smith said, the Commission should further find that 
with respect to charges made on animals not so received by the 
complainant, that is, concerning live stock consignments to com- 
plainants which, for any reason, were delivered to complainant 
in the holding pens, the Commission was without jurisdiction. 


PROPOSED REPORTS 


Liquid Asphalt 
No. 24641, Union Asphalt Co. vs. C. R. I. & P. et al. By 
Examiner Edgar Snider. Dismissal proposed. Rates, liquid 
asphalt, in tank cars, and in drums and barrels, carloads, El- 
dorado, Ark., to destinations in Alabama, Mississippi, Kentucky 
and Tennessee, not unreasonable or otherwise unlawful. 


Sand and Gravel 


No. 24568, Missouri Gravel Co. vs. C. B. & Q. By Examiner 
Burton Fuller. Rates, sand and gravel, LaGrange and Reading, 
Mo., to destinations on the Burlington in Illinois, unreasonable 
to the extent they exceeded or may exceed rates to key points 
shown in an appendix. Among the key rates proposed from 
LaGrange are: 76 cents a net ton to Mendon; 101 cents to 
Monmouth; 113 cents to Brighton; 126 cents to Lowder, and 139 
cents to Shattuc. Among the key point rates prescribed from 
Reading are: 80 cents to Marble Head; 101 cents to Silver 
Lake; 113 cents to Galesburg; 126 cents to Concord, and 139 
cents to Hookdale. 

Hogs 

No. 24871, A. Fink & Sons vs. C. C. C. & St. L. et al. By 

Examiner Harold M. Brown. Rate, hogs, in double-deck cars, 
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Peoria, Ill., to Newark, N. J., inapplicable. Applicable rate pro- 
posed to be found 72.5 cents. Reparation of $172.83 proposed. 


Christmas Trees 


No. 24038, J. Hofert vs. A. T. & S. F. et al. By Examiner 
J. P. McGrath. Dismissal proposed. Rates, Christmas trees, 
carloads, various points in Washington and from Rexford and 
Somers, Mont., to Fresno, Bakersfield, Los Angeles, San Ber- 
nardino, Riverside, Santa Ana, and San Diego, Calif., not un- 
reasonable. 

Grapefruit and Tangerines 

No. 24948, Gilinsky Fruit Co. vs. A. C. L. et al. By Exam- 
iner Carl A. Schlager. Dismissal proposed. Rate, two carloads, 
grapefruit and tangerines, Haines City, Fla., to Omaha, Neb., 
and ordered diverted to Boston, Mass., unreasonable to the ex- 
tent it exceeded $1.18. Proposed that defendants be authorized 
to waive an outstanding undercharge. 


Wheat 

No. 24833, Globe Grain and Milling Co. vs. S. P. et al. By 
Examiner Roy McKee. Dismissal proposed. Claim alleging 
unreasonableness, rate charged, carload of wheat, Mosquero, N. 
M., to Los Angeles, Calif., proposed to be found to have been 
barred by the statute. Rate charged, wheat, Mosquero to Los 
Angeles proposed to be found inapplicable. Applicable rate pro- 
posed to be found was $1.01 and that there was an outstanding 
undercharge of $509.37. 


Potatoes 


No. 24649, A. M. Tourtellot vs. N. Y. N. H. & H. et al. By 
Examiner W. M. Cheseldine. Dismissal proposed Rates, pota- 
toes, points on the eastern shore of Maryland and Virginia to 
Providence, R I., not unreasonable or otherwise unlawful. 


Coal 


No. 24286, Alameda Fuel & Grain Co. et al. vs. A. T. & S. F. 
et al. By Examiner J. P. McGrath. Dismissal proposed. Rates, 
coal, mines in southern Colorado to destinations in New Mexico 
and Texas and from mines in New Mexico to the same destina- 
tions in Texas not unreasonable. 


Gravel 
No. 24338, Southern Traffic Service vs. A. C. L. et al. By 
Examiner John Davey. Dismissal proposed. Rates, gravel, 
Garysburg, N. C., to Adams Grove, Capron, Lawrenceville, Nur- 
ney and South Hill, Va., applicable. 


Tannery Fleshings, Etc. 


No. 24437, Milligan & Higgins Glue Co. vs. B. & M. et al. 
By Examiner P. F. Mackey. Rate, tannery fleshings and hide 
trimmings, Manchester, N. H., to Johnstown, N. Y., unreason- 
able to the extent it exceeded or may exceed 21 cents. New 
rate and reparation proposed. 


Fire Clay 


No. 24851, Eagle-Picher Lead Co. vs. St. L.-S. F. et al. By 
Examiner A. J. Sullivan. Rate, mine run or crude clay, St. 
Louis, Mo., to Henryetta, Okla., unreasonable to the extent it 
exceeded 15.5 cents. Reparation proposed. 


Fuller’s Earth 


No. 24622, Mona Motor Oil Co. vs. C. B. & Q. et al. By 
Examiner George M. Curtis. Dismissal proposed. Combination 
rates, fuller’s earth, Midway, Fla., to Omaha, Neb., and Council 
Bluffs, Ia., not unreasonable or otherwise unlawful. Examiner 
recommended that joint rates on the present combination basis 
be established. 

Lamp Posts 


No. 24702, King Co. vs. C. C. C. & St. L. et al. By Examiner 
Carl A. Schlager. Rate, cast-iron lamp posts, Kansas City, Mo., 
to New York, inapplicable. Applicable rate, 95 cents, not un- 
reasonable. Rate New York to Kansas City, also on lamp posts, 
not unreasonable. Demurrage charges, shipment, Kansas City 
to New York, applicable. Reconsigning charge, $6.30, shipment, 
New York to Kansas City, unreasonable, in whole. Shipment, 
Kansas City to New York, undercharged. Reparation of $6.30 
proposed; also a direction that the undercharge, shipment Kan- 
sas City to New York, should be promptly collected proposed. 
Cross-hauling of shipments caused by error in billing lamp posts 
from Sheffield, Ala. 


—_ 


MILWAUKEE ABANDONMENT 


Examiner J. S: Prichard, in Finance No. 9089, Chicago, Mil- 
waukee, St. Paul & Pacific abandonment, has recommended that 
the Commission permit the applicant to abandon a branch from 
Hopkins to Deephaven, in Hennepin county, Minn., a distance 
of 7.29 miles. The Minnesota commission has authorized 
abandonment of operation by a traction company which has 
been operating it for years but which has given up its lease 
on the branch so the Milwaukee, as the examiner said, had 
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on its hands a branch which could not be operated by the elec. 
tric line. The branch is no longer connected with the Milway. 
kee’s line. The branch was built years ago to serve the gum. 
mer resort hotels on Lake Minnetonka. Residents who built 
homes along the branch protested, saying that abandonment 
would depreciate their properties 25 or 50 per cent. Pricharg 
said that a community unable to support railroad services might 
not justly demand continued operation at a loss to maintain the 
value of the property of residents. 


GARYVILLE NORTHERN ABANDONMENT 


The Commission, by division 4, in Finance No. 8965, Gary. 
ville Northern abandonment, has authorized the applicant to 
abandon operation over a railroad owned by the Lyon Lumber 
Co., in St. John the Baptist, Ascension, and Livingston parishes, 
La., and to abandon its own railroad in Livingston parish, the 
whole constituting a line about 36 miles long. The railroag 
company’s stock, until a short time ago, was owned by the Lyon 
Lumber Co. Objection was made to abandonment by a lumber 
company, other than the proprietary interest, although, accord. 
ing to the report, its timber operations, like those of the Lyon 
Lumber Co., had ceased. The report said the company had 
neither money nor credit to continue operation of the road. 


PROPOSED W. & L. ABANDONMENT 


Examiner Haskell C. Davis, in Finance No. 9073, Washington 
& Lincolnton proposed abandonment, has recommended that the 
Commission permit the receiver of the Washington & Lincolnton 
Railroad Co. to abandon the entire line of that road, 20 miles 
long, between Washington and Lincolnton, Ga. Objections were 
made by two lumber companies and by communities. Davis 
said there appeared no reasonable prospect of two objecting 
lumber companies being able to dispose of their stocks of lum. 
ber in the near future, due to the depression in the lumber 
industry. He said they could not expect the railroad to be 
operated at a loss pending such disposition. 


UNCONTESTED FINANCE CASES 


_ Report and order in F. D. No, 9324, authorizing the Atlantic Coast 
Line Railroad Co. to procure the authentication and delivery of not 
exceeding $789,000 of series A 4% per cent general unified mortgage 
50-year gold bonds in reimbursement for capital expenditures here- 
tofore made, approved. 

Report and order in F. D. No. 9374, authorizing the Cincinnati 
Union Terminal Company to issue and reissue to July 1, 1933, not 
exceeding $5,000,000 of short-term promissory notes, the proceeds to 
be used for the construction of applicant’s terminal, approved. 

_ Report and order in F. D. No. 9323, authorizing the Denver and 
Rio Grande Western Railroad Company to issue and assume Obli- 
gation and liability in respect of $1,445,000 of Denver & Rio Grande 
Railroad Company first consolidated mortgage 4 per cent bonds, 
$662,000 thereof to be pledged with the Railroad Credit Corporation 
as security for a proposed loan; $10,000 of Rio Grande Western Rail- 
way Company first trust mortgage 4 per cent bonds; and $1,395,000 
of Rio Grande Western Railway Company first consolidated mortgage 
4 per cent bonds, approved. 


FINANCE APPLICATIONS 


Finance No. 9402, Louisiana Southern Railway Co. asks authority 
to construct 4 connecting line of railroad between its terminus at 
St. Claude Avenue and Tricon Street, in New Orleans, La., to terminus 
of New Orleans Public Belt Railroad and the Gulf, Mobile & Northern 
at the Florida Walk bridge and the industrial canal, in New Orleans, 
= 3 miles, to obtain direct connection with New Orleans Public 

elt. 

Finance No. 9403. Joint application of Raquette Lake Railway 
Co. and New York Central Railroad Co. for authority to abandon 
Raquette Lake Railway from Carter to Raquette Lake, N. Y., 18.13 
miles. Line has served summer resort territory in Adirondacks and 
the automobile and improved highways have taken the line’s traffic. 

Finance No. 9406. Collins & Glennville Railroad Co. asks au- 
thority to construct a 6-mile branch from Reidsville to the new 
prison farm of the state of Georgia in Tattnall county, Ga. 

Finance No. 9401. W. H. Bremner, receiver of Minneapolis & 
St. Louis Railroad Co. asks authority to issue $235,000 of receiver's 
certificates of indebtedness in renewal of obligations for like amount 
now outstanding. 

Finance No. 9408. Central of Georgia Railway Co. asks authority 
to guarantee loans to be made to the Wrightsville & Tennille Rail- 
road Co. by the Reconstruction Finance Corporation and/or the Rail- 
road _ Credit Corporation. 

Finance No. 9411. Joint petition of the Mountain States Tele- 
phone & Telegraph Co. and the Jackson Valley Telephone Co. for 
approval of acquisition by former of properties of latter in Wyoming 
and Idaho, . 

Finance No. 9412. Baltimore & Ohio Railroad Co. asks authority 
to issue $17,500,000 of notes maturing August 10, 1934, to retire an 
equivalent principal amount of short term loans heretofore issued 
under section 20a(9) of the act and now outstanding. The notes will 
bear 4 per cent interest from February 10 to August 10, 1932, and 
6 per cent thereafter to maturity. 

Finance No. 9413. Raleigh & Charleston Railroad Co. and Legh 
R. Powell, Jr., and Ethelbert W. Smith, its receivers, ask authority 
to abandon that part of the line between Lumberton, N. C., and Lake- 
view, S. C., 22.67 miles. 

Finance No. 9414. Southern Railway Co. and Virginia & South- 
western Railway Co. ask authority to abandon branch line from Rex- 
ford to Buladeen, 10.59 miles, in Carter county, Tenn. 

Finance No. 9374, Sub. Nos. 6 and 7. Applications of Pennsylvania 
Railroad Co. and of Cincinnati, New Orleans & Texas Pacific Rail- 
way Co. to guarantee $12,000,000 of first mortgage 5 per cent gold 
bonds of the Cincinnati Union Terminal Co. 

Finance No. 9416. Pennsylvania Railroad Co. asks approval of 
continuation of control of The Belvidere Delaware Railroad Co., of 
New Jersey, by lease for 938 years from July 1, 1932. 
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LOANS TO RAILROADS 


The Commission, by division 4, in Finance No. 9278, Wichita 
Falls & Southern Railroad Co. reconstruction loan, has denied 
its application for a loan of $800,000 to enable it to meet a note 
of $250,000, due to @ bank on May 31 and one of $550,000, due 
May 1, held by Frank Kell, the applicant’s president. As 
security the applicant offered $2,000,000 of its first mortgage 
and collateral lien 5 per cent bonds. ; ' 

Pledging of these bonds, the Commission said, was author- 
ized by it in Securities of Wichita Falls & Southern, dated 
March 11, on condition that the applicant issue its capital stock. 
The Commission said that the applicant had not issued its cap- 
ital stock. It said that if the applicant’s capital stock had been 
issued for cash it would now have ample funds with which to 
meet its maturing indebtedness. The report showed subscrip- 
tions for the stock totaling $1,500,000, of which Frank Kell had 
subscribed for $1,043,200. 

The Commission’s report further showed that on May 12 it 
had denied an application for a modification of the condition of 
its authorization for the pledge of the company’s. bonds. The 
company’s president, in a letter made a part of the record, said 
it would be embarrassing for the company to comply with the 
condition requiring the sale of stock “by leaving our stock- 
holders possibly liable for a heavy income tax liability which 
would nullify the Commission’s order in so far as any financial 
relief to our company is concerned.” 

The Commission said that it would be observed that the 
applicant’s president was its principal creditor and had alone 
made subscriptions to its capital stock in an amount exceeding 
all the maturing obligations. It thus appeared, continued the 


) report, that the granting of a loan, in effect, would be a loan to 


that officer. It further observed that there would be no bonds 
to pledge for the loan and that no other security was offered. 

In Finance No. 9179, Meridian & Bigbee River Railway Co. 
reconstruction loan, the Commission, by division 4, has ap- 


; proved a loan of $600,000 from the Reconstruction Finance Cor- 


poration, to be secured by $600,000 of applicant’s first mortgage 
6 per cent bonds and the joint and several indorsement and 
guaranty of the Illinois Central and the Louisville & Nash- 
ville, or, in the alternative, Western Railway of Alabama, as to 
principal and interest. The approval provides that before any 
advance is made on the loan the applicant is to cause to be 
paid the entire outstanding issue of $500,000 of first mortgage 
6 per cent bonds of 1939 and to be issued in lieu thereof, com- 
mon capital stock of a par equal to the bonds retired; create a 
new closed mortgage having a first lien upon all existing or 
acquired property, securing $600,000 of 6 per cent bonds matur. 
ing not later than the maturity date of the loan, the new bonds 
to be deposited as security. 

The applicant asked for $1,250,000, the funds to be used in 
taking up the $500,000 issue of 6 per cent bonds which are to 
be retired and to provide $750,000 for the completion of the rail- 
road authorized in Construction by Meridian & Bigbee River, 
111 I. C. C. 722, the authorized road furnishing a connecting 
link between the Illinois Central and Louisville & Nashville 
systems. The contractor building that line is to furnish money 
and take stock. The Commission estimated that, due to the 
fall in prices of materials, a loan of $600,000 would enable the 
promoters to carry on their plans. 


The Commission, by division 4, in Finance No. 9339, Mary-- 


land & Pennsylvania Railroad Co. reconstruction loan, has ap- 
proved a loan of $100,000 to the applicant to be used in payment 
of $202,450 of 5 per cent bonds of the York & Peach Bottom 
Railway Co., due on May 1, the bonds covering a large part of 
the applicant’s main line. The applicant asked for $150,000. 
The Commission, after reviewing the finances of the applicant, 
said the need for $150,000 was not apparent. The loan is to be 
secured by deposit of $400,000 of the applicant’s first consoli- 
dated mortgage bonds. 


In connection with approval of a loan to the Birmingham 
Southeastern in Finance No. 9310, the Commission has called 
to the attention of the Reconstruction Finance Corporation that 
in a tentative recapture report the Commission had found that 
the carrier had paid salaries held to be not warranted. The 
Commission said it had in view the thought that the Recon- 
struction Finance Corporation might desire to make some pro- 
vision in connection with the loan that would prevent diversion 
of proceeds of the loan or of the carrier’s other funds into op- 
perating expenses by payment in the future of “such excessive 
Salaries while the loan remains unpaid.” The Commission ad- 
vised the finance corporation it understood the salaries in ques- 
tion had been substantially reduced. 

The Commission, by division 4, in Finance No. 9309, Fred- 
ericksburg & Northern Railway Co. reconstruction loan, has 
approved a loan of $15,000 by the Reconstruction Finance Cor- 
poration to the applicant, a carrier in Texas, to enable it to 
bay $7,500 of overdue interline accounts and a note of like 
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amount maturing on July 1, to be secured by the pledge of 
$15,000 of applicant’s first mortgage, which is to be limited to 
$15,000, the indenture under which the bonds are to be issued 
to be satisfactory to the Reconstruction Finance Corporation. 
The carrier proposed to pay half the loan on or before Decem- 
ber 28, 1932, and the other not more than a year later. This 
line is involved in Finance No. 8896, application of the Gulf 
& West Texas, a subsidiary of the Southern Pacific, for per- 
mission to construct a railroad in eastern Texas. The examiner 
recommended that the Fredericksburg & Northern be acquired 
so as to avoid duplication, at a cost not exceeding $227,000. The 
short line, however, asks $250,000 for its property. 

The Commission, by division 4, in Finance No. 9268, Balti- 
more & Ohio Railroad Co. reconstruction loan, in a first sup- 
plemental report, has approved a further loan of $25,500,000 to 
the applicant. A loan of $7,000,000 was approved by the Com- 
mission in this case on March 30. The original application was 
for $55,000,000. The loan of $7,000,000 is secured by $15,000,000 
of the applicant’s refunding and general mortgage bonds, series 
B, 6 per cent, of 1995. 

This additional loan is to be used to pay $8,000,000 of 4 
per cent short term notes, due May 25, and one-half of principal 
of $35,000,000 of unsecured 4 per cent short term notes, due 
August 10. In respect of that loan the applicant told the Com- 
mission that it was encouraged to believe that if it paid one- 
half of that loan the other half could be extended for two years 
from the due date, at 6 per cent, the extended notes to be 
secured by the pledge of $17,500,000 of its refunding and gen- 
eral mortgage 6 per cent bonds and securities which would 
become available when the $8,000,000 loan was paid off. 

The railroad company asked that the further loan be con- 
solidated with the prior loan of $7,000,000 so that the collateral 
security now pledged for it might be applied, with additional 
security to be tendered, to secure the loan here under con- 
sideration, thus making the total collateral available to secure 
total advances of $32,500,000. 

The Commission approved the additional loan with security 
as follows: $37,500,000 of the company’s refunding and general 
mortgage bonds of three issues; $5,945,000 of 6 per cent pre- 
ferred stock and $10,493,200, par value, of B,. R. & P. common 
stock; $3,980,600, par value, of Buffalo & Susquehanna common 
stock; 400,000 shares of the Reading Co. common stock, and 
evidence that half of the note debt of $35,000,000 would be 
extended, as suggested, for two years from August 10. 

The Commission, by division 4, in Finance No. 9316, Uvalde 
& Northern Railway Co. reconstruction loan, has denied the 
application for approval of a loan of $300,000 from the Recon- 
struction Finance Corporation, on the ground that prospective 
earning power of the applicant and the security offered, a first 
mortgage, were not such as to afford a reasonable assurance of 
the company’s ability to repay the loan within the time speci- 
fied. The application was for the loan to be repaid in install- 
ments over a three-year period at an interest rate to be fixed by 
to repay moneys advanced by Sugarland Industries, an organi- 
zation in eastern Texas engaged in farming, cattle raising, 
cotton ginning, merchandising and compounding mixed feeds. 
The road cannot borrow from the Railroad Credit Corporation 
for the reason that it is in default of its fixed interest charges. 
It owes about $400,000 to Sugarland Industries of which $300,000 
is overdue. The Commission said the ability of the road, about 
37 miles long, to earn depended upon extension of its line to 
a timber tract which could not now be made under present 
economic conditions. Work on the extension was begun before 
the enactment of the transportation act so the Commission, In 
Application of the Uvalde & Northern, 67 I. C. C. 554, said 
that no certificate was needed from it to enable the company 
to complete that extension. 

The Commission, by division 4, in Finance No. 9289, Jeffer- 
son & Northwestern Railway Co. reconstruction loan, has denied 
the application for approval of a loan of $40,000 from the Re- 
construction Finance Corporation on the ground that prospective 
earning power and the security offered, a first lien upon all the 
property are not such as to afford reasonable assurance of the 
applicant’s ability to repay the loan within the time specified. 
The road is about 50 miles long, extending between Jefferson 
and Naples, Tex. Its stock is owned by partners in the Clark 
& Boice Lumber Co. 

The Sand Springs Railway Co. has applied for a loan of 
$269,498 to pay taxes, interest, equipment trust obligations and 
claims. 

The Williamsport & North Branch Railway Co. has applied 
for a loan of $50,000 to refund existing indebtedness. 

An additional loan of $1,576,200 from the Reconstruction 
Finance Corporation to the Wabash has been approved by the 
Commission, division 4, in Finance No. 9145, Wabash Railway 
Co. receivers’ reconstruction loan, in a report supplemental to 
the previous report in 180 I. C. C. 487. It was approved upon 
further consideration of the original application for a loan of 





PAGE 1086 





$18,500,000 and consideration of an amended application filed 
on May 6 by the receivers, and a supplemental application 
dated May 12. 

This further loan, for a term not exceeding three years, is 
to enable the receivers to pay interest, maturities and taxes on 
June 1, July 1 and August 1, necessity for which was set forth 
in the supplemental application dated May 12. The first loan 
was $7,173,800. In advising the Commission as to what had 
been done with that money the receivers reported, among other 
things, that they had settled interline accounts with the Cana- 
dian National Railways of $1,164,821.20 at a saving of $125,- 
641.87 through the purchase of Canadian exchange. The money 
thus saved, the Commission’s report said, would be used in 
paying preferential claims consisting of freight overcharges and 
reparations. , 

The amount now approved is exactly the difference be- 
tween the amount originally requested for discharging obliga- 
tions, other than bank loans, and the loan heretofore approved. 
Among the things to be paid are $203,179.50 of taxes due Ohio 
on June 30; $226,525 of taxes due to Michigan on July 1 and 
$23,244.50 of Michigan taxes due July 31. The remainder of the 
money will be devoted to meet interest and maturities on bonds 
and equipment trust certificates. 

Receivers’ certificates equal to the amount of the loan are 
to be pledged as security for the loan. 

In Finance No. 9243, Pennsylvania Railroad Co. reconstruc- 
tion loan, the Commission, by division 4, has granted the Penn- 
sylvania’s amended application for a loan of $27,500,000 to be 
used in financing improvements, including the electrification of 
its line from New York to Washington, for which it originally 
asked $55,000,000. In its amended application the Pennsylvania 
said that, at the request of Reconstruction Finance Corporation, 
and in view of changed conditions, it was willing to provide by 
the sale of securities through banking and investment channels 
the additional $27,500,000 originally requested, and to furnish 
the additional sum of $13,176,000 necessary to continue the con- 
struction of the proposed improvements in 1932 estimated to 
cost $68,176,000, upon the understanding that the corporation 
definitely commit itself at this time to make the loan of $27,- 
500,000 to the applicant on October 1, 1932. The improvement 
program which calls for $68,176,000 for this year will cost 
$97,352,813 additional to complete, according to the report. In 
addition to the electrification project, the program includes the 
making of substantial improvements at Newark, Philadelphia 
and Baltimore. The total estimated cost of the electrification 
from New York to Washington and the Newark, Philadelphia and 
Baltimore improvements is $264,735,900, of which approximately 
40 per cent was expended up to January 1, 1932, according to 
the report. 

“Work on the electrification between New York and Wash- 
ington and on the Newark and Philadelphia improvements has 
progressed to such a point, and expenditures and commitments 
have been such, that the desirability from an economic stand- 
point of at least substantial completion of these projects as 
originally planned is readily apparent,” said the report. 

The Commission said that, on the whole, it appeared that 
the applicant was justified in its position that the work should 
be continued on the improvements that were in the course of 
construction, in view of the amount of work which had already 
been done, and, in order that it might take advantage of the 
present low prices of both labor and material, and furnish em- 
ployment to various building trades in construction work and 
in the manufacture of material and products entering into the 
projects. 

“It should be understood that our investigation has not been 
such as to justify us in expressing an opinion as to the basic 
merits of the original projects or of the contracts which have 
been entered into,” said the Commission. 

The loan is for a period not to exceed three years, to be 
made available to applicant on October 1, 1932. Security re- 
quired: (a) $18,500,000, par value, of the common capital stock 
of the Pittsburgh, Fort Wayne & Chicago Railway Co.; (b) 
$5,280,000, principal amount, of the Pittsburgh, Cincinnati, Chi- 
cago & St. Louis Railroad Co. general mortgage, series D, 5 per 
cent, bonds of 1981; (c) $11,744,000, principal amount, of the 
Philadelphia, Baltimore & Washington Railroad Co. general 
mortgage 5 per cent, series D, bonds of 1981. 

The Commission said that before any advance on the loan 
was made the applicant should agree with the Reconstruction 
Finance Corporation that the applicant would not exercise its 
voting rights to create any mortgage lien upon the properties of 
the Pittsburgh, Fort Wayne & Chicago Railway Co. during the 
life of the loan. 

The Pennsylvania offered as security for the loan stock of 
the Pittsburgh, Fort Wayne & Chicago and of the Pittsburgh, 
Cincinnati, Chicago & St. Louis. The Commission said, how- 


ever, it thought it desirable that the collateral should include 
both bonds and stock. 
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As to estimated earnings of the Pennsylvania the repo, 
said: 


Based on estimated gross revenue 11 per cent less than 
and including estimates of increased revenues under our 
in Fifteen Per Cent Case, 1931, 178 I. C. C. 539, 179 I. Cc 
amounting to $12,211,000, the applicant forecasts a net income jy 
1932 of $21,745,000. It submitted an estimated cash forecast for 1933 
on the same basis in which it is shown that including the loan 
applied for and taking into account expenditures for improvement; 
it would have on hand throughout the year cash in the amount 9 
approximately $30,000,000. 

The applicant estimates that its railway operating revenues yj 
amount to $399,400,000 in 1932, as compared with $448,090,279 in 193 
Deducting estimated revenues expected under our decision in Fifteg, 
Per Cent Case, 1931, supra, the 1932 estimate represents a redye. 
tion of 13.6 per cent below revenues received in 1931. Railway 
operating expenses estimated for 1932 are 16.2 per cent below thog 
for 1931. The total estimated operating income for 1932 exclusiy 
of the revenues from increased rates is $4,037,731 less than that 
received in 1931, or a reduction of approximately 6 per cent. 






in 193) 
decision 
C. 25 










The Pere Marquette Railway Co. has applied for a loan of 
$3,000,000 to pay at muturity $3,000,000 of 4% per cent bonds 
due August 1, 1932. 


ROCK ISLAND CONSOLIDATION 


Consolidation of Rock Island system lines under section 5 
of the interstate commerce act is proposed in an application 
filed with the Commission (Finance No. 9410) by the Chicago, 
Rock Island and Pacific Railway Co., referred to as the “Pacific’ & 
company, and subsidiaries. In the same application the Chi. 
cago, Rock Island and Pacific asks authority to extend its lines 
under paragraph (18) of section 1 of the act. 

In addition to the Pacific company, the other applicants 
are: St. Paul and Kansas City Short Line Railroad Co., Choc. 
taw, Oklahoma and Gulf Railroad Co., Rock Island, Arkansas 
and Louisiana Railroad Co., Chicago, Rock Island and Gulf Rail. 
way Co., Morris Terminal Railway Co., Peoria Terminal (Co, 
Peoria, Hanna City and Western Railway Co., Rock Island and 
Dardanelle Railway Co., Rock Island, Stuttgart and Southem 
Railway Co., Rock Island Memphis Terminal Railway Co., and 
Rock Island Omaha Terminal Railway Co. 

The Pacific company, according to the application, now 
controls each of the other applicants except the Hanna City 
through ownership of its entire capital stock, except directors’ 
qualifying shares. Stock of the Hanna City is held by the 
Peoria Terminal Co. 

“The company,” said the application, “resulting from the 
proposed unification, merger or consolidation, will be the Pacific 
Company. Neither the name nor corporate identity of the 
Pacific Company will be affected. It is not proposed to issue 
any capital stock, common or preferred, or other securities in 
connection with the authority herein sought.” 

The Pacific company will acquire by purchase the entire 
railroad and other property, all corporate rights, privileges and 
franchises, of each of the other applicants, and such properties 
will be conveyed to the Pacific company by deed of conveyance. 
As consideration for the purchase the Pacific company is to 
assume the entire funded debt and other obligations of each of 
the applicants and such other consideration as shall be ap- 
proved or required by the Commission. 

The Pacific company desires, as part of the authority sought, 
to extend the operation of its lines over the lines of the Chi- 
cago, Rock Island and Gulf, the Peoria Terminal and the Hanna 
City. 

Applicants stated the value of the entire group of prop 
erties as $512,939,972.86 as of January 31, 1932. This is based 
on the Commission’s valuation of $326,157,941 as of June 30, 
1915, plus net cost of additions and betterments from that date 
to January 31, 1932, of $191,432,629.86. 

The consolidation, it was stated, would be in accord with 
the Commission’s consolidation plan. The main line mileage 
of applicants totals 5,006 plus, and the branch line, 2,826 plus, 
a total of 7,833 miles. 

“Since all of the companies involved in this application are 
now embraced in and are part of the system of railway lines 
known as the Rock Island system, the unification can have 00 
adverse effect upon any public or private interest,” said appli- 
cants. “It will not affect the routing of traffic, the maintenance 
of gateways, or the location of shops or terminals.” 

Applicants said substantial savings in operating expenses 
through the elimination of separate operating organizations, 
simplification of the corporate structure of the system, and 4 
simplification of applicant’s financing would result from the 
consolidation. 


Cc. F. A. PETROLEUM RATES 


Rates on petroleum products, gasoline, refined oil (kero 
sene), and oil distillates (furnace oils) went down from 32.5 
per cent to 29 per cent of first class rates in Central Freight 
Association territory on May 20. The Commission refused (0 
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May 21, 1932 


suspend supplement Nos. 8 and 10 to Jones’ I. C. C. 2506, in 
which the lowered charges are carried. 

Protests asking for suspension of the supplements were 
made by midcontinent refiners on the ground that the reduction 
would disrupt the relationship established by the Commission 
in No. 17,000, part 4, 171 I. C. C. 286, and its reference to that case 
made in the eastern class rate case. Ohio blenders of naphthas 
and casinghead gasoline to make commercial gasoline also pro- 
tested because, as they said, the reduced rates would not apply 
on their product while it would apply on the products of refiners 
making their gasoline from crude petroleum. 

The carriers, however, answered that they were making 
yates below what they deemed maximum reasonable rates to 
enable them to meet the competition of trucks, transportation 
by water on the Great Lakes and Ohio River and by pipe line. 
They said that if they were to haul any of the petroleum traffic 
it was necessary that prompt action be taken, regardless of the 
relationship of rates, so as to retain some of the rail movement, 
if possible. 


SUSPENDED TARIFFS 


In I. and S. No. 3748, the Commission has suspended from 
May 15 until December 15 schedules in supplement No. 1 to 
Boyd’s I. C. C. A-2249, and in other tariffs. The suspended 


' schedules propose to increase the rates on potatoes, in carloads, 


from Colorado, Utah, Idaho, and other western states, when 
destined to Lexington, Georgetown and Walton, Ky. The fol- 
lowing is illustrative, rates being in cents per 100 pounds: 


To Lexington, Ky., from Canon City, Colo., present 70, proposed 
86; Grand Junction, Colo., present 77, proposed 94; Pocatello, Ida., 
present 82, proposed 99. 


In I. and S. No. 3749, the Commission has suspended from 
May 20 until December 20 schedules by L. D. Chaffee, joint with 
other agents, in the following tariffs: L. D. Chaffee, Agent: 
supplement No. 26 to I. C. C. No. A-245; supplement No. 9 to 
L C. GC. No. A-271; supplement No. 6 to I. C. C. No. A-274, The 
suspended schedules propose to restrict joint rail and barge 
rates so as not to apply on shipments of sugar stopped or stored 
in transit at the ports of Vicksburg, Miss., Helena, Ark., Mem- 
phis, Tenn., and East St. Louis, Ill., and to apply in lieu thereof 
higher combination rates based on the water rates to the ports 
and rail rates beyond. 


CARRIERS ASK STAY IN COAL CASE 


Railroads in No. 20262, Higginbotham-Bartlett Co., Inc., et 
al. vs. Atchison, Topeka & Santa Fe et al., have filed a motion 
for a special order, based on section 16a of the interstate com- 
merce act, staying the enforcement of its order dated September 
10, 1931, particularly that part requiring them to pay repara- 
tion on account of unreasonable coal rates amounting to $190,- 
059.79 with interest, pending decision by the Commission on 
their petition of September 15, 1931, supplemented November 
28, 1931, for rehearing and reconsideration. The defendants 
assert they are not by this motion asking the Commisison to 
hurry its decision upon their supplemental petition of Novem- 
ber 28, but merely the issuance of a special order, under sec- 
tion 16a, the one granting the right to ask for rehearing, etc., 
staying or postponing the enforcement of the reparation award 
by temporarily vacating it. 

What the carriers are seeking primarily is to avoid the 
necessity for going to trial on a suit for reparation, filed at 
Dallas, Tex., and further continuance of which was denied on 
May 12, while the Commission is considering the petition of 
November 28, 1931, and the proposed report of Examiner Witters 
in No. 23949, Amhert Elevator Co. et al. vs. A. T. & S. F. et al. 
and No. 23960, L. B. Archer et al. vs. Same. They claim that 
those cases are not merely similar to the Higginbotham case, 
involving rates on coal, from southern Colorado and northern 
New Mexico to Texas points, but literally the same. 

They point out that Witters has recommended dismissal on 
a finding that the rates, between the same points of origin and 
the same points of destination in the Higginbotham case, were 
hot unreasonable. They further point out that the Commission 
criticized them in the Higginbotham case for their showing of 
operating conditions. In the Amherst Elevator case they de- 
clared that the statistics they submitted demonstrated beyond 
a doubt that the operating conditions warranted a higher basis 
than that prescribed in the Higginbotham case. They said they 
knew that an examiner’s report was not conclusive but they 
said that an examiner’s recommendation was more than per- 
suasive, especially when made by an examiner with years of 
experience. They said that until the Commission had had an 
opportunity to give orderly consideration to the examiner’s re- 
port, it could not advisedly pass upon their petition for re- 
hearing dated September 15, 1931, as supplemented. 

“But these defendants,” said the motion, “should not be 
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compelled to try the law suit based on the Commission’s repara- 
tion order before final determination by the Commission of 
the matters involved.” 

It was conservatively estimated, said the argument in favor 
of the motion, that the total amount of reparation and interest 
demanded in all these cases would amount to over $500,000. 

The Commission, on May 19, announced that in No. 20262, 
Higginbotham-Bartlett Co., Inc., et al. vs. A. T. & S. F. et al., 
and the cases joined with it, it had denied the petitions of the 
carriers, dated at various times in 1931, for reopening, rehear- 
ing and reconsideration. In the same announcement it said it 
had overruled the petition for a special order staying the en- 
forcement of its order of September 10, 1931, filed a few days 
before that action was taken. 

The other cases joined with the leading case are No. 20307, 
Amarillo Board of City Development et al. vs. A. T. & S. F. 
et al.; No. 20425, Cicero Smith Lumber Co. vs. Same; No. 19853, 
Artesian Alfalfa Growers’ Association et al. vs. Same; No. 20470, 
~~~ & Price vs. $Jame;/jand No. 20795, Acker & Cook et al. 
Vs. Same. | 





PETITIONS FOR REHEARING, ETC. 


No. 15879, Eastern (lass Rate Investigation. Delaware & Northern 
asks modification of finding of Commission. 
Ex Parte 102. Application of American Barge Line Co. 


And 
P. Calhoun, V. P. nem of 


of American Barge Line Co. and Eugene Morris, 
on behalf of rail carriers’ parties to Ex Parte 102, ask postponement 
of effective date of order dated March 11, 1932, from June 20, 1932, on 
statutory notice, to July 20, 1932, on one day’s notice. 

1. &S. , hay, straw, excelsior and other commodities between 
official territories and southern points. Memphis Merchants’ Exchange 
asks denial of petition of carriers which seeks permission to increase 
rates and classification ratings. 

_ No. 23130, intrastate rates on bituminous coal between points in 
Illinois. American Commercial Alcohol Corporation, Premier Malt 
Products Co. and Corn Products Refining Co. asks denial of petition 
of certain carriers for reconsideration of order in so far as the rates 
to Peoria and Pekin are concerned, served April 27, 1932. 

No. 23761, Eastern Box Co. vs. B. & O. et al. Defendants ask 
reconsideration and reargument. 

No. 17000, part 5, rate structure investigation, furniture. J. E. 
Tilford, chairman, Southern Freight Association, and agent for car- 
riers’ parties hereto, asks postponement of effective date in so far 
as order relates to rates between points in southern territory, on the 
one hand, and points in western trunk line territoy, on the other. 

No. 23130, Intrastate rates on bituminous coal between points in 
Illinois. Bell & Zoller Coal Co., Chicago, Wilmington & Franklin 
Coal Co., Franklin County Coal Co., O’Gara Coal Co., Old Ben Coal 
Corporation, and Wasson Coal Co. ask rehearing, reargument, or fur- 
ther consideration on record as made. 

No, 20262, Higginbotham-Bartlett Co., Inc., et al. vs. A. T. & S. F. 
et al. Defendants ask for a special order staying enforcement of 
Commission’s order dated September 10, 1931, in which they were 
authorized and directed to pay unto complainants certain sums of 
money on or before October 26, 1931. 

No. 23130 (and related cases), in the matter of intrastate rates 
on bituminous coal between points in Illinois. The Pyramid Coal 
Corporation asks for rehearing or reargument. 

. oman 22806, L. N. Grant vs. A. C. L. et al. Complainant asks re- 
earing. 

No. 23424, E. H. Milton & Sons et al. vs. A. & S. et al., and cases 
grouped therewith. Defendants, in a supplemental petition, ask re- 
opening, and consideration by entire Commission on question of 
reparation. 

1. & S. 3048, hay, straw, excelsior and other commodities between 
official territory and southern points. Cincinnati Board of Trade asks 
Commission to deny petition of carriers wherein they seek permis- 
sion to increase classification rating on hay, straw, excelsior and 
other commodities moving under Southern Classification from present 
ninth class to the eighth class. 


COMMISSION ORDERS 


Ex Part 103, fifteen per cent case, 1931. Petition of Federal- 
American Cement Tile Co. for supplementary order revising emerg- 
ency charge, denied. 

No, 19656, James O’Meara et al. vs. B. & O. et al. Proceeding 
reopened for further hearing in connection with I. & S. No. 3130, 
Part 11, stone, southwestern rates, and assigned for further hearing 
June 2, 1932, 9 a. m., standard time, at Hotel Vermont, Burlington, 
Vt., before Examiner Mattingly. 

No. 25156 (Sub. 1), Constructions Materials Corporation vs. A. A. 
et al. Inland Lime & Stone Co. permitted to intervene. 

No. 20728, Northwestern Potato Exchange, Inc., et al. vs. A. & S. 
et al. Proceeding reopened for further hearing for purpose of de- 
termining to which parties reparation should be awarded. 

No. 22965 (and Subs. 1 and 2), M. A. Bell Co. et al. vs. A. A. et al. 
Petition of complainants and certain interveners for reopening and 
further hearing and/or reconsideration, denied. 

The Commission has dismissed No. 20021, Cudahy Packing Co. 
vs. A. T. & S. F., No. 24752, M. A. Joy vs. St. L.-S. F., No. 24303 
(and Subs. 1 and 2), Bigelow-Sanford Carpet Co., Inc., vs. Reading 
Co. et al.,No. 24754, The Weir Smelting Co. (Dallas W. Knapp, Trus- 
tee in bankruptcy), vs. . P. et al., No. 24880, Lee Clay Products 
Co., Inc., vs. B. & O. et al., No. 24934, Indiana Fibre Products Co. 
vs. M. P. et al., No. 24970, American Agricultural Chemical Co, vs. 
S. A. L. (L. R. Powell, Jr., and E . Smith, receivers), et al., No. 
25001, McLaughlin Gormley King Co. vs. A. C. L. et al., No. 25007 
Michigan Paper Co. vs. C. M. St. P. & P. et al., No. 25011, Lidgerwood 
Manufacturing Co. vs. Pennsylvania et al., and No. 25041, Swift & Co. 
vs. N. & W. et al., upon complainant’s request. 

Upon complainants’ request, the Commission has dismissed No. 
13080, Ballman-Cummings Furniture Co. et al. vs. A. T. & S. F. et al., 
No. 24666, Green & Milam et al. vs. A. C. L. et al., and No, 24812 
(and Sub. 1), Hauser Packing Co. vs. A. T. & S. F. et al. 

No. 24382, Yale Oil Corporation vs. C. B. & Q. The Midwest 
Refining Co. permitted to intervene. 

No. 24924, Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F. et al. 
American Box Corporation; California Pine Box Distributors; Haslett 
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& Merguire Shook Supply Co.; Dwight Lumber Co.; Stockton Box of G. C. & S. F. to dismiss complaint as to it overruled withoy 

Co.; Sacramento Box & Lumber Co., and Geo. E. Breece Lumber Co. prejudice to renewal of motion at hearing. 

permitted to intervene. No, 25123, St. Louis Live Stock Exchange vs. Alton et al. Jacob 
Finance No. 5109. Arizona Eastern bonds. Order entered January Dold Packing Co. permitted to intervene. 

11, 1926, amended so as to authorize the Southern Pacific Co. to No. 13606, Parkersburg Rig & Reel Co. vs. St. L.-S. F. et q T 



















































































pledge and repledge from time to time to and including June 30, and No. 21844, Parkersburg Rig & Reel Co. vs. B. & O. et al. Orde 
1934, upon the best terms obtainable, all or any part of $12,793,000 heretofore entered on March 8, 1932, is amended to authorize esta). 
of Arizona Eastern Railroad Co. first and refunding mortgage bonds lishment of rates, on or before June 9, 1932, upon not less than 4; 


as collateral security for any note or notes which it may issue within days’ notice. wn tran: 
the limitation of section 20a(9) of the interstate commerce act. No. 22379, Southern Association of Stove Manufacturers et al, ys Foo¢ 
No. 25019 (and Subs. 1 to 3, incl.), E. I, duPont De Nemours - A. C. L. et al. Order modified to become effective on Septemhe 0 
& Co. vs. N. & W. et al. Complaints dismissed upon complainants’ 13, 1932, upon not less than 30 days’ notice. from 
request that same be withdrawn. No. 20505, Hallsboro Manufacturing Co. et al. vs. A. C. L, etal, the | 
Fourth Section App. No. 14589, bituminous coal from Brilliant, and No. 22972, Boston Exceisior Co. vs. A. C. L. et al. Proceeding; ‘0@- 
Ala., to Columbus, Ga. The petition of the Southern for reopening, reopened for reconsideration on record as made. vic 
reconsideration and modification of Fourth Section Order No. 10850 No. 24943, Wilbur H. Engle vs. C. & N. W. et al. A. & S, Bol. ance 
of February 9, has been denied. nick permitted to intervene. | 
No. 20455 (and related cases), Gordon Candy Company et al. vs. No. 25103, International Paper Co. et al. vs. A. C. & Y. et al, have 
A. C. L. R. R. et al. The Commission has denied the petition for E. B, Eddy Co., Ltd., permitted to intervene. a 
rehearing, reconsideration, reargument or modification filed by the No. 25166 (and Sub. 1), Sinclair Oil & Gas Co. vs. A. T. & §. Ff, view 
complainants in Docket Nos. 20455, 18726, 20008, 20793, 21101, 21860, et al. Motion of C. R. I. & P. and C, R. I. & G., defendants, to dis. and 
23326 and 23938. miss complaints, overruled. rv 
; enn 21939, ry. ove gos game son from aeons, one a trial 
v destinations in nois. e Commission has reopened this proceed- 
ing for further hearing solely with respect to the lawfulness of the COTTON RATES TO BE CUT a m 
rates on crushed stone, C. L., from Cape Girardeau and Marquette, i layn 
Mo., to Thebes, Ill., and to points in Illinois on Mo.-Ill. R. R. A maximum cut of rates on cotton of 20 per cent probably 


No. 23130 (and related cases), intrastate rates on bituminous coal will go into effect on June 1 between points in the Mississippi beer 


between points in Illinois. The Commission has denied petitions for : * F with 
rehearing and reargument. Valley, southeastern and Carolina territories. The reduced 


No. 23790 (and Sub. Nos. 1 and 2), James Gallagher et al. vs. rates, unless the railroads change their minds and the Con. | 
Pennsylvania et al. The Commission has dismissed the complaints in mission consents thereto, will remain in effect only to the end rank 


Cneen oe 34040 (and Sub. No, 1), East T Sand & Gravel Co, Of July a 
oO. an ub. o. ’ as ennessee an rave Oo. = is * m | 
vs. Southern et al. The State Corporation Commission of Virginia has Fourth and sixth section permissions have been granted to = 
been pee to intervene. ae atte 2 make the cut on ten days’ notice. The plans of the carrier a 
vs. Nye ge ye A AT F eeteagy Card 5 sere call for the inauguration of the reduced rates on June 1. Aspe Wil 
permitted to intervene. viewed by those in charge of fourth section matters the relief fm P!° 
‘i a ee ae oes oo © Ry yh od al. vs. B. & O. granted by them in fourth section No. 10926, will be liberal. ae 
2 é p n intervene. A 

No. 24196, Standard Briquette Fuel Co. vs. A. T. & S. F. et al. Under that order the carriers will be saved from the necessity pean 


Petition filed by E. B. Boyd, as agent, on behalf of carriers for post- of reducing their rates from intermediate points as much as 2 
ponement of effective date of order denied. per cent. ihe, 


No. 23350, Public Utilities Commission of State of Idaho vs. O. S. : : = oft 
L. et al. Proceeding reopened for reconsideration upon record as Government barge line rates, and charges made by trucks, 


made. coastwise and ocean steamships constrained the Commission _ 
eater ie cate 4 Co. et al. vs. N. Y. C. et al. Kingan & Co. to grant permissions the benefits of which do not inure, to the F a 

No. 23705, Andrews Brothers et al. vs. Railway Express Agency, full extent, to the intermediate points, generally in the interior joie 
Inc. Proceeding reopened for further hearing under shortened pro- and away from the influence of water and truck competition. aaa 


cedure. The rates will be out of line with those prescribed by the Com- 
No, 15234, in the matter of divisions of freight rates in western “ie : P are 

and mountain-Pacific territories. The Commission’s order of April ™ission in No. 17000, part 3, Hoch-Smith cotton. The rates it 

11 has been vacated and set aside; and the order of February 8, has prescribed in the Hoch-Smith proceeding, no greater than the 


een) amended to provide that this proceeding is reopened for further pyeeds of the carriers as shown by the testimony in the case, doi 
Position OE the rides Cee Toe AS ee Or fonsicering the dis could not be maintained competition with the trucks, the gov wil 


Louis, Ill., in so far as the divisions of joint rates covered by the ernment barge line and the steamships, the rates of which ma 
findings in Divisions of Freight Rates, 148 I. C. C. 457, 156 I. C. C. eould be controlled, if at all, only to a limited extent, by the ste: 
94, are concerned. Commission i 
No. 19957 (and consolidated cases), Northwestern Ohio Lime — ; f a 
Mfgrs. et al. vs. Penna. et al. The Commission’s order of May 12, Applications for relief by the railroads from the fourth sec- ess 
1930, has been vacated and set aside in so far as it reopens Docket’ tion, the rate bases established in the Hoch-Smith case and Aw 


oe Mh ey Washington Building Lime Co. vs. Penna. R. R. et al., for ¢5+ nermission to make cuts on less than statutory notice, were the 


No. 20703, Boston Wool Trade Association et al. vs. Aberdeen & initiated, by the particular carriers involved in this widespread pla 
Rockfish et al. The supplementary petition of the Midwest Wool reduction, in April. (See Traffic World, April 16, p. 822.) But so 


Trade Association for rehearing has been denied; the petition of * s ; 
Southwestern carriers for modification of the orders with respect to there were 80 many objections to the limited changes proposed me 
rates via rail-lake-and-rai] routes from Oklahoma and Texas has by the carriers that they had to enlarge them so they now tio! 


poae yo nef and the complainants’ petition dated February 29 has cover the whole southeastern part of the country. any 
een denied. 

—_ eee * Amerie & So. Pn ¢. oe See. Complainants’ eee ni 
second petition for reconsideration has been denied. 

No. 24867 (and Sub. Nos. 1 to 8, incl.), Cannon & Jones et al. vs. 
Penna et al. Complainants’ petition for further hearing or reopening MISSISSIPPI FERTILIZER RATES att the 
has been denied. The federal court for the southern district of Mississippi, 


No. 25103, International Paper Co. et al. vs. A. C. & Y. et al. : Sceotccinni ‘ e 
J. R. Booth, Ltd., and the Anglo-Canadian Pulp and Paper Mills, 12 State of Mississippi vs. United States, Interstate Commer¢ 


Ltd., have been permitted to intervene. Commmission, intervening respondent, has denied a temporary 
PO a on Benger GS mwa. A. We & w. Ry. et al. The Coal restraining order forbidding the enforcement of the Commis. - 
cl Oo ndlana e perm e o intervene. ’ s 217 317 le 

Finance No. 8522, Texas & Pacific Northern Ry. Co. proposed sion’s order in No. 23911, rates rd f ge sag tage alt 
control. The application of the Texas & Pacific Railway Co. for terials within the state of Mississippi, and the order t 
a rye control ot the fanee S Epcific Northern Ry. Co., operative on May 10. In the case the Commission directed = “4 

Finance No. 8813, Norfolk & Western Ry. Co. abandonment. A. railroads in Mississippi to semeve unjust discrimination a fou 
H. McCormick, A. J. McCormick, W. W. Bell, B. P. Williams, I. B. interstate commerce by bringing the intrastate rates in Mis : 
Porterfield, E. C. Porterfield, Ira Bell and F. S. Eppling have been’ sippi to the level of the interstate rates on fertilizers and fer suc 
weg <ssncng on iiiiiicile, elie: tian: Dili tilizer materials prescribed in Fertilizers between — = 

. le Oo ‘ - A “ 
_— and assigned for further hearing at a time and place to be ee Oy A ppt ga Baye Png Ragcy BM ge in 
xed. 

No. 17000, part 4, petroleum and petroleum products. Petition of ing of Circuit Judge Foster and District Judges Borah aud to 
pe pre Saeaing Ce. val reopening, reconsideration and modification Erwin. Mississippi contended, among other things, that the ee 
is) ndings herein, denied. Saat ‘ tes, e 

No. 7, The Chicago Live Stock Exchange vs. A. T. & S. F. Commission, before it could order a change in intrastate yo Tt 
et al. National Wool Growers’ Association permitted to intervene. had to hold a hearing and determine from the record 80 t 
a No. —_. capmention, oe & R. i —* ¥, | a what should be done and not use a measure determined in 4 na 

na branc ne of raliroa etween rosky an asper, n. * 3 ; ; 18- 
Northwestern Lumbermen’s Association permitted to intervene. prior proceeding. The Commission, in dealing with 4 pe po 

No, 24080, A. B. Marcus Co. et al. vs. St. L.-S. F. et al. Second sissippi rates, used the measure of reasonable rates, the 
—- of complainants for reconsideration and vacation of order, it had prescribed in 113 I. C. C. 389. aa 
enied. as 

No. 24112, Pennsylvania Macaroni Co. vs. T. & N. O. et al. No motion has yet been made, although it has a ch 
Petition of complainant for reopening and reconsideration, dated sumed that one would be made, for an interlocutory inju ps 
ne on on 21, . 31, Cooted. —_ _ ee a eat aa 3, 1931, In such a proceeding it would be necessary for Mississippi t0 th 
reopening same for reconsideration is vacated and set aside. com- 

No. 15012, Richmond County Coal Merchants’ Association et al. make a mete formal showing of its position than eg re re 
vs. B. & O. et al. Proceeding reopened for further consideration. paratively informal proceedings on an application for bt 
, No. weer. aeeer r. jy row | — of Ziorida ve. A. & R. straining order. The Commission, through Nelson pcos - 
Se ee ee, eae ee eee ro ausmiss com- member of its law staff, contended that the whole subject 0 
laint, or so much therenf ll s violati f { 1 of th : 
com one Mw eT ee a | oo ee reasonable rates was considered in the case in which it pre of 





. wi: me gand o- 1) bet rn Milk Asgociation et al. vs. A. scribed the rates for application throughout the south on _ 

. et al. omplaints dismissed upon complainants’ request. sam 
No. 25092, Edgerton Manufacturing Co. vs. A. A. (Waiter gs, State traffic under conditions that were substantially the 
Franklin and Frank C. Nicodemus, Jr., receivers), et al. Motion 48 those in Mississippi. 
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Chamber of Commerce of the United States at San Fran- 

cisco this week was devoted to a discussion of “railroad 
transportation.” E, C. Nettels, general traffic manager, General 
Foods Corporation, Battle Creek, Mich., presented the subject 
from the shipper’s point of view, and Carl R. Gray, president of 
the Union Pacific System, spoke for the railroads. Alfred Hurrell, 
vice-president and general counsel of the Prudential Life Insur- 
ance Company, Newark, N. J., represented the security owner. 

“T regret, in a way,” said Mr. Nettels, “that I might not 
have been assigned to that phase of the subject covering the 
viewpoint of the railroads, as my first position in life’s work, 
and for nearly a quarter of a century thereafter, was in railway 
service, and for that reason I can appreciate more fully the 
trials and tribulations of a railway executive, and perhaps have 
a more tender spot in my heart for him than the ordinary 
layman. For the past twenty or more years, however, I have 


Te May 18 morning session of the annual meeting of the 


' been engaged in industrial pursuits, but always closely in touch 


with transportation problems. 

“As a resident of Michigan, which stands in the foremost 
ranks of the United States 
as a great manufacturing 
state, having innumerable in- 
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gether too high. I cannot go into specific cases, but of my own 
knowledge know that thousands of tons of freight, which the 
shipper would gladly forward via rail routes, is moving by other 
means of transportation, simply because no traffic executive of 
the railroads has shown sufficient interest or authority to call 
a halt on these rate-making committees to discontinue their 
damaging activities. 


Railroad Appreciation of Situation 


“There are, however, a few railroad executives who have 
realized these conditions, and who have publicly declared their 
views. At the annual meeting of the Associated Traffic Clubs 
of America at Tulsa, Okla., in October last, J. R. Turney, vice- 
president of the Cotton Belt Railroad, in discussing ‘The Motor 
Truck,’ said: 

To railroad men, heaven is a place where there are no motor 
trucks, and a future hell holds no fears. For the first time in 
its history, the railroad faces a competitor who challenges its su- 
premacy. Not a day passes, but by new applications of this modern 
instrumentality, our rate structure is further disrupted and our busi- 
ness filched. The seriousness of the situation cannot be exaggerated. 

“He then points out the 
loss of millions in revenue to 
the railroads by reason of 


dustries vitally intertwined SUBSIDIZED TRANSPORTATION truck operation, referring 


with railway operation, and 
producing more automobiles 
than all other states com- 


In the course of an address on the subject, “The specifically to automobiles, 
Mounting Burden of Taxation and Its Deadly Influence on tires, cotton, cottonseed, live 
Business,” at the annual convention of the Chamber of stock, vegetables and other . 


i ve had an oppor- : : P 

ame in ae aaa Commerce of the United States at San Francisco this farm - and miscel- 
the growth and development week, Fred W. Sargent, president of the Chicago and laneous yer actures. He 
of this great industry, which Northwestern Railway, said: disagrees with the majority 


now threatens to revolu- 
tionize the entire system of 
transportation, if the state- 
ments and arguments of the ; 
average railway traffic man or regulation. 
are to be accepted. 


be reaching everywhere. Naturally, I am most familiar 
with the transportation industry. There is no need to 


“Surely the first and most impressive fact that must of railroad men with whom 
strike anyone examining the recent economic and political 
drift is the increasing participation of government in busi- 
ness, either directly or, as I have said, through subsidies 
Like an octopus, its tentacles appear to 


I have discussed motor truck 
competition, who seem to 
feel that by legislation of 
some sort, the motor truck 
will be strangled to death on 
its own wheels, and said: 


“True, motor trucks are repeat the story that has been told so many times, of Out of the resultant chaos 
doing business today, and subsidized waterways, highways, airways, etc. Sufficient and babel in sallvesd cineies, 
will continue to do so i to say that today every form of transportation, except —— voullaseuuie. pm Ae ayer 
many years to come, but the railways, is subsidized in some hidden or outright fashion third has begun to make its 
steam railroads now are, and and the railways, which are our primary and still, by all puny voice heard. The remedies 
always will be, the most odds, our cheapest mode of transportation, are penalized — yng of despair 
essential and vital factors in to pay the subsidies. Say not only the railways. Say the Te Geteadiat antl enneede 
American commerce. But if whole people. The penalty falls on all. For whatever that the motor truck offers a 
they are to remain in the affects the prosperity of the railroads, affects also the egg By the 
place they have occupied for prosperity of the people.” latter’s only hope of salvation 


sO Many years as a practical 
monopoly in the transporta- 
tion field, they must, like 
any other well managed busi- 
ness, discard obsolete methods and come to a realization that 
newer, better and more economical ways must be adopted for 
the conduct of their affairs. 


Loss of Automobile Traffic 


“Before the advent of the truck as a means of long-distance 
transportation, it was not uncommon for the Michigan railroads 
to handle from 1,000 to 1,500 carloads of automobiles per day, 
although many autos in those days, as now, were being driven 
from the plants. And then, out of the nowhere, there appeared 
a truck some 50 to 60 feet long, capable of transporting from 
four to six autos, and the traffic representatives of the railroads 
stood by to see it loaded, with a smile on their faces, as they 
knew at the first turn on the pavement the truck would go into 
the ditch and $10,000 worth of automobiles would be piled up 
in a shapeless and worthless mass, but it did not happen, and 
today an enormous volume of the output of the automobile plants 
moves by truck, and now, when it is too late, frantic efforts are 
being made by the carriers to regain this valuable tonnage. 
They were told many years ago that their rates were entirely 
too high, and were given every opportunity by a proper readjust- 
ment to retain the business; but were apparently so sure nothing 
could ever take it from them, even at their higher transportation 
cost, that they allowed every appeal to go unheeded, and per- 
mitted a service to become installed which has proven to be 
cheaper, better and more expeditious in movement than they 
ever afforded, and have thus lost millions of dollars in earnings 
through their own neglect. This same condition is true with 
respect to other commodities, and with the constant loss of 
business to the trucking companies, certain rate-making com- 
mittees still persist in their efforts to conserve the revenues 
of the carriers by increases in existing rates which are alto- 





lies in persuading the people to 
tax or legislate their more effi- 
cient competitor out of exist- 
ence. The demand is an echo 
; of that heard when the cotton 
spindle met the spinning wheel, and again when the railroad challenged 
stage coach and steamboat. It is an attitude of cowardice which will 
fail in this generation even as it failed in those. If and to the extent 
that the motor truck is a better or cheaper transportation instrumen- 
tality, it will and should supersede the train. Man has yet to refuse 
to accept a more efficient tool of his genius merely because it renders 
obsolete his present tools. Otherwise he would still be using stone 
hatchets. Such laws as are necessary to make the highways safe for 
public travel and to protect the highways against undue wear by 
limitations of size, speed, safety and types, together with special taxes 
for the use of the highways, will be demanded by the public in its 
own interest. Any attempt by the railroads to use this public senti- 
ment as cover under which artificially to perpetuate obsolete facilities 
and practices will in time most severely react upon themselves. 

The voice of despair sings in the same choir with that of defeat. 
It urges that the trucks be shackled with the same red tape and 
regulation as the railroads are shackled. It views industrial progress 
in transportation as a game conducted solely in the interest of the 
players, and, therefore, proposes to handicap the trucks not because 
regulation is needed to protect the public in dealing with the trucks, 
but solely in order to equalize the competitive opportunities of the 
two kinds of carriers. 

The voice of Self Reliance. Let us stop deluding ourselves that 
somehow, somewhere, somebody will solve this truck problem for 
us. To meet this situation, the railroad must rely upon itself. If 
it is futile to ask that the red tape which is throttling our progress 
be removed, it is more than hopeless to expect Congress to rescue 
us by paternal legislation, or shippers to patronize a poorer or more 
costly service merely because of our need for the business. No such 
condition faces us. All that is necessary in order for the railroad to 
render a service incomparably better and cheaper than any com- 
petitor is for those of us who use it to adopt it and ourselves to 
no ge a gaa Only by this means can we hope to retrieve our 
ost traffic. 


“Here is another admission of the shortcomings of the rail- 


roads, which would also seem to indicate a serious lack of good 
management: 
The freight forwarders and consolidators, through superior man- 


agement, take our traffic from us by using our own facilities more 
efficiently than we use them ourselves. Now while we whistle in 
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the dark, the trucks are taking what is left of our parcel business. 
Fifty years during which competitor after competitor has success- 
fully invaded our merchandise traffic ought to make us suspect that 
something is wrong with that service. * * * The trucks themselves 
are beginning to awake to the fact that they can do the same thing. 
The fault, therefore, lies not in the railroad facilities but in our own 
failure to use them intelligently. The progeny of this century of 
inertia or enept containers, wasteful packaging, incomplete carriage, 
inflexible schedules, interminable delays, wasteful practices, non- 
bearable rates and an unintelligent classification. 


“The paternalism of the government over the railroads is 
aptly illustrated in the recommendations of the Interstate Com- 
merce Commission in Ex Parte No. 103, 178 I. C. C. 539. Under 
these recommendations, the eastern lines have inaugurated an 
entirely new rate-making body to be known as the ‘Rate Re- 
search Committee,’ whose duties are to make a careful analysis 
of all prevailing tariffs, rules and regulations, with the view of 
increasing all rates on commodities that in their judgment can 
and should bear an added burden in transportation costs to the 
shipper. The jurisdiction of this new committee extends over 
ratings in the Classification, although there is already a perma- 
nent committee of 10 members, who are presumed to perform 
their duties in a capable and impartial manner. And referring 
to the present so-called Consolidated Classification, I again take 
the liberty of quoting Mr. Turney. He said: 


The railroad classification comprises 700 pages of unintelligible 
jargon which no layman understands and about which no two experts 
can agree. It is a modern Doomsday Book. It discourages L. C. L. 
traffic by its lack of intelligence, its illogical ratings, as well as by 
its illiberal packing requirements. 


“When a railroad man makes such a statement concerning 
perhaps the most important of all publications issued by the 
railroads, applying, as it does, rates, rules and regulations to 
thousands of commodities, is it any wonder that the ordinary 
shipper is filled with awe, and has disagreeable and unnecessary 
controversies most of the time with the railroads over matters 
pertaining to his shipments? Thousands of cases have been 
decided by the Interstate Commerce Commission which ought 
never to have been submitted to it, simply because of the 
attempted enforcement of unfair and improper interpretations 
made by railway tariff experts, of such complex and unintelligible 
publications of the carriers as Mr. Turney refers to. 

“I wish he might also have examined and commented upon 
some of the other hundreds of thousands of tariffs containing 
rates, which are subject to this self-same classification, as I am 
sure he would have found them equally as difficult to under- 
stand. The facts are, unless a shipper, by careful examination 
and constant watchfulness, actually knows what tariffs cover 
his goods, and the proper rates to apply, he will probably have 
corrections issued by the railroads calling for additional charges, 
in some cases two or more years after the shipments have been 
made, and he must then prove he has paid the correct amount 
in freight, or be forced to go to the Commission for relief. I 
do not think anyone will challenge this statement, as in most 
cases of this kind ‘no two experts can agree’ what rate is 
really proper. 

“Another prominent railroad man, John F. Deasy, vice-presi- 
dent of the Pennsylvania Railroad, has also expressed his views, 
without fear or favor, concerning the new means of transporta- 
tion, and in language easy to understand. Said he: 


In my opinion there must be a more advanced and receptive 
attitude by the railroads and the public toward new practices, new 
customs, and new forms of transportation. The future progress of 
American railroads depends upon their ability to provide the most 
economical and convenient transportation obtainable. To do this, 
it is essential that the railroads make available a system of co- 
ordinated transportation, which will enable the public to utilize 
the kind of transportation it wants—rail, highway, waterway and 
airway—in the field in which each can best perform. 


“That the attitude and foresight of these men is being 
heeded is evidenced by the fact that the Cotton Belt, the South- 
ern Pacific, Pennsylvania and some other railroads, are already 
coordinating these different methods of transportation, and hold- 
ing a good share of tonnage to their rails, which some of the 
less farsighted traffic officials of other companies have allowed, 
and are still allowing, to go to their competitors. 


Function of Advisory Boards 


“I do not wish to convey the impression that all the troubles 
a shipper may experience with the railroads is of their making. 
Everyone is familiar with the governmental control exercised 
over them by the Interstate Commerce Commission and state 
commissions, but it would seem there are still some liberties 
left that might be taken advantage of by them. In a very strong 
and convincing manner, President Strawn of this great organiza- 
tion pointed out to the members of the Chicago Traffic Club a 
year ago, the significant truth that the interests of the railroads 
and shippers are identical, and it must follow, as each is depend- 
ent upon the other, if the business of this nation is to continue, 
they must work hand in hand. 


The Traffic World 


Vol. XLIX, No, y 


“Personally, I do not believe that motor trucks, airplang 
canal boats or any other method of transportation can or wh 
supplant our splendid rail lines, but I do believe if the railroag, 
are to continue to receive the support of the people in the carry. 
ing on of their business, they must be more considerate of th 
shippers’ interests. 

“They were wise enough a few years ago, when their top. 
nage was so large they did not have sufficient cars to carry it 
to become sponsors for so-called Shippers’ Advisory Boar 
throughout the United States, whose object was: 


To form a common meeting ground between shippers and rajj. 
roads for the better understanding of transportation questions: t 
adjust informally car service difficulties which may arise betwee 
shipper and carrier; and to give the shipping public a direct vojg 
in the activities of the Car Service Division on all matters o 
mutual concern. 


“At meetings of these boards, we have heard high-up raj. 
way traffic executives proclaim: ‘We are going to ask you t 
sit about the table with us, and inform us what we can do ty 
retain to the railroad system their fair share of the traffic;’ but 
so far as I know, the shipper has never, at any time, been given 
this opportunity, his only recourse being to appear at public 
hearings of the regularly appointed and duly constituted rate 
committees, previously referred to, in nearly every case to pro 
test against proposed changes in prevailing rates, the publica. 
tion of which have been the very reasons for the loss of busines; 
to the railroads. 

“If the scope of these advisory boards could be enlarged to 
also include the discussion of rates, rules, regulations and all 
other subjects of common interest alike both to the shipper and 
the carrier, and the rate research, and all other like committees, 
would devote the same time and effort in an honest endeavor 
to secure tonnage for the railroads by readjusting their tariffs 
to conform to modern business methods, that they are appar. 
ently using in driving it away from them, I am sure a great 
deal of the present feeling of resentment, which the shipper has 
for them, would be removed, and the work of the Interstate 
Commerce Commission in the hearing of unnecessary and costly 
complaints would be materially decreased. It has been conserva- 
tively estimated that nearly twenty millions of dollars is ex- 
pended annually by the railroads and shippers in cases before 
the Commission. 

“In 1922, when we were going through another period of 
hard times, General Atterbury, president of the Pennsylvania 
Railroad, in addressing the National Retail Dry Goods Associa- 
tion in New York, said: 


The railroads are today suffering from exactly the same causes 
that are affecting all other lines of industry. Through the destruction 
brought about by the war and its aftermath, the purchasing and 
consuming power of the world as a whole, which is so essential in our 
prosperity, has been crippled at a time when our own production 
capacity has over run our own consuming capacity. There can be 
no hope for the return of real prosperity until the world in general 
finds political and industrial peace, and the general interchange of 
commodities between the great countries of the world is resumed... 

Freight rates, which are such a large factor in our business life, 
have been measurably adjusted, but still remain at too high a level. 
Manifestly there can be no return to normal business conditions 
until the price of transportation bears a proper relation to com- 
modity values. 
the wide distribution of commodities, 
that bore a proper relation to the prices of the commodities, and as 
these prices fall, so should rates be adjusted... 





rw 


The business of this country has been developed on ff 
encouraged by freight rates § 


The railroads are vitally interested in an early return to a proper §} 


ratio between commodity values and costs of transportation. In fact, 


if the present condition of high rates long continues, many industries f 


will be relocated at points nearer consumption, the railroads losing 
traffic, and the industries their investment. . . 


“This language is as appropriate now as it was ten years 
ago, and should be given greater consideration, as at that time, 
little if any of the then moving tonnage was being diverted 
from the rail lines to other transportation facilities, and it 
forcefully endorses what I have just said regarding the necessity 
of the carriers readjusting their rates to meet present-day 
requirements. 


Suggested Remedies 


“Repeal the transportation act, which has outgrown its 
usefulness, and enact in its stead a law that will accomplish 
the purposes of the original Interstate Commerce Act in pre 
venting undue preference and discrimination; in establishing 
just and reasonable rates; and the sane and proper control over 
public transportation facilities of every kind and nature, allow 
ing them to conduct their business as any other successful em 
terprise is conducted, unhampered by governmental bureaus, 
which are exercising powers never dreamed of nor contemplated 
by our lawmakers, and which are costing the people millions 
of dollars annually in unnecessary taxes. 

“No man can accomplish anything if shackled and set in & 
pillory—neither can our railroads overcome many of the handi: 
caps they are under when placed in such a position, which is 
virtually true today. 
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May 21, 1932 


“Not only is the transportation act detrimental to the rail- 
roads, but through its interpretation by the Interstate Commerce 
Commission, that body is now attempting to throttle the shipper 
as well. Under Ex Parte No. 104, his right to route his own 
property has been challenged. It is contemplated to charge 
him for spotting cars for loading or unloading, which is included 
in the rates incorporated in the tariffs, and has been so recog- 
nized ever since the railroad came into being; and numerous 
other unheard of activities of a like nature are being insti- 
tuted under the guise of supposed authority granted by the 
provisions of this law. 

“It has been said the railroads apparently encourage the 
fostering control of their affairs by the Interstate Commerce 
Commission, as the mandates issued by that body during the 
past decade have been obeyed with few exceptions, the only 
really important one being the Western Grain Case, which the 
railroads estimated would cause a loss to them of twenty-five 
millions of dollars per year in earnings. 

“If they would resort to similar action whenever their own 
or the shippers’ rights are jeopardized, they might be able to 
bring about such changes in their methods of doing business as 
would result in removing many of the grievances the shipping 
public now holds against them. 

“To keep pace with changing conditions, a manufacturer 
must adopt the latest and best type of machinery, as he can- 
not hope to exist by using old and wornout methods, so also 
laws which retard instead of build up our great business insti- 
tutions should be discarded and new ones applicable to present 
day conditions enacted. 

“However, under existing laws, the railroads are at least 
permitted to exercise their own judgment in setting up the 
machinery for the conduct of their business. A timely sugges- 
tion might be the elimination of all departments of their serv- 
ice that are not absolutely essential, and cutting out all red tape 
and dilatory tactics in dealing with rate matters. While con- 
certed action, through properly organized boards or commit- 
tees, is doubtless necessary, under their present cumbersome and 
unsatisfactory practices, no action on any fair or meritorious 
proposal, in most cases as vital to their interests as to those 
of the shipper, need be expected in less than 30 to 60 days, 
and more often requires from three to six months for final 
action. It is difficult to understand when one duly authorized 
body, after full and careful consideration of all the facts and 
merits of a proposal, has acted favorably thereon, that it must 
also receive the approval of possibly two or more additional 
committees, any of which can prevent its adoption. I could cite 
any number of such instances, which I have personally expe- 
rienced, where action has been deferred for a year or more, 
and the business has been diverted to other transportation 
agencies, as even a lowly shipper at times has been known 
to lose patience by such apparent neglect of his interests. Dur- 
ing the many years the railroads enjoyed an absolute monopoly 
of all traffic, such treatment had to be borne by the shipping 
public, regardless of its feelings, but with the new and changed 
conditions, the up-to-date and enterprising railroad should see 
the light, and so readjust its methods as to overcome such ill- 
will and regain the friendship of its patrons. 

“As illustrative of the state of mind of many shippers con- 
cerning the manner in which their business has been given 
consideration in the past by the railroads, the following story 
has some point: 

“An old towerman who had been in service for more than 
40 years, without anything happening other than the regular 
routine of his employment, forgot his lunch one day and left 
his boy in the tower while he went home to get it. While 
he was gone, a terrible accident occurred, several people being 
killed and injured. At the coroner’s inquest, the boy was asked 
What he saw. He answered, “I looked out of one window and 
saw No. 5 coming about 60 miles an hour, and then I looked the 
other way and saw No. 6 coming just as fast.” The coroner 
then asked him what he thought, and the boy replied, “I thought 
it was a hell of a way to run a railroad.” 

“As the future growth and development of our country is 
largely dependent upon the continuous and successful operation 
of our splendid railway systems, it follows that the entire 
public has a direct and intense interest in their welfare, and 
I firmly believe their opportunities now are as great as they 
ever have been; that by the exercise of good judgment and 
common sense in dealing with the problems confronting them, 
and with the sympathetic support of the shipping public in secur- 
ing needed relief from the onerous and burdensome laws which 
are bearing down upon them and in equalizing competitive 
opportunity, they will again come into their own and remain 
the dominating factor in the transportation world.” 


Gray Speaks Mr. Gray discussed unfair competition 
for Railroads with the railroads and the subject of coordina- 
tion of transportation agencies as follows: 


of Brn, serious consideration of the transportation problem includes, 
ecessity, all carriers, whether by rail, highway, or water. Each 
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has staunch adherents, and each has certain elemental values as 
public servants. It is lamentable that so much acrimony and feeling 
has crept into public discussions by spokesmen for either form of 
transportation, because in such an atmosphere helpful or construc- 
tive suggestions are rarely made. 

In this paper I have intentionally avoided the highly contro- 
versial matters, and will specialize upon the feature which I believe 
presents possibilities of constructive policy. 

The development of this nation from its beginning has revolved 
around transportation. For the first fifty years it was fundamentally 
transportation by water; secondarily by wagon, with the result 
that its settlement was confined to the seacoast and along the 
inland waterways. 

For a hundred years since the advent of the railways the growth 
and development of the nation’s commerce and social activities have 
been influenced almost entirely by the opportunities for transportation 
by rail; and this latter condition is still true in the larger sense. 
But in the last decade the motor car initially, and artificial water- 
ways secondarily, have entered the field and are undoubtedly forces 
to be considered in any solution of the national transportation 
problem. 

Federal regulation of common carriers by rail began in April, 
1887. It was inaugurated because of a popular apprehension that the 
carriers operating without restriction would indulge in discrimina- 
tion in rates and service. That this was done to some extent is 
without question, because human nature in the railroad busienss 
does not differ from that in other pursuits, but it was never as aggra- 
vated as is commonly believed. 

The Interstate Commerce Law originally contented itself with 
forbidding discrimination, and charged the Commission with its 
prevention. Throughout the legislation in the years which followed, 
and until the passage of the Esch-Cummins bill, known as the Trans- 
portation Act of 1920, the whole scheme of regulation was predicated 
upon the theory that the railroads enjoyed a monopoly of transpor- 
tation. The Elkins Act of 1907 supplementing the Interstate Com- 
merce Law gave the Commission full jurisdiction over all rates, and 
their jurisdiction over railroad operation was greatly enhanced. The 
amendments of 1912 and the Transportation Act of 1920 completed 
the cycle and gave to the Commission practically plenary power 
over rates, service, and many details of operation. And so it can 
fairly be said that so far as the rail carriers are concerned, they are 
subjected to complete regulation. 

When the railways were returned by the government to their 
owners, March 1, 1920, there was a very real apprehension of a 
shortage in rail transportation throughout the United States which 
would cripple its progress. Before that time there had been spas- 
modic car shortages and congestions of terminals, with resultant 
delays in transit. And while this was largely an individual, and not 
a general, condition, it resulted in a feeling of uncertainty and 
anxiety, and caused industries to carry large stocks of essential 
basic materials. 

The railroads fully appreciated this condition and determined 
upon a common program of improvement in the service through the 
provision of vastly increased terminal facilities and equipment. In 
addition, they announced a program for efficiency in operation, setting 
very high marks never before attained, for accomplishment within 
a definite period. 

The expenditures were made. Between seven and eight billions 
of dollars have been expended in the last twelve years for new 
equipment, construction, and additions and betterments. For ten 
years the service has been of the highest type. Car shortages and 
congestions have disappeared, and it has been possible for industries 
to operate with a minimum supply of raw materials and general 
stock, because of the entire reliability, frequency, and expedition 
with which railroad transportation has been conducted. 

In 1922, President Hoover, then Secretary of Commerce, esti- 
mated that one billion of dollars was lost to industry through car 
shortages and congestion. I do not believe that this figure was an 
overestimate. And it is interesting to recall that through their 
courage in additional investments and initiative in service improve- 
ments, the carriers have since saved to organized business an 
amount annually greater than the dividends ever received by the 
owners of twenty-five billion dollars’ worth of property devoted to 
the public use. 

Inland Waterways 


Since the world war a vast amount of money has been expended 
on inland waterways. One of the insistent representations initially, 
and since, has been that this additional transportation is vitally 
necessary to relieve the railroads of the lower grade of commodities 
in times of traffic stress; that they were to be supplemental to the 
railroads, and would not injure them. And this was regardless of 
the obvious fact that such carriers, on account of winter conditions, 
would be unavailable during the very period when the calls upon the 
railroads were the heaviest. 

Representations were freely made that private carriers were 
anxiously awaiting the improvement of these waterways to engage 
in barge service upon them. Yet today private operation is insignifi- 
cant, and the government itself is still in the transportation business 
on the Warrior, Ohio and Mississippi Rivers and their tributaries in 
competition with its own citizens, the railroads. 

And this is not all. Under regulation, the raliroads are required 
to make through rates with the water lines on the basis of 80 per 
cent of the the all-rail rate, and are forbidden to meet the rail 
and water rate. Thus the railroads are forced to utilize their own 
properties as feeders for these competitive and federally operated 
water lines. These barge lines are not subjected to regulation, and 
in many instances the terminal facilities are provided by the cities 
served. The railroads alone are forbidden by law to engage in this 
inland waterway service. 

The railroads have not opposed inland waterway improvement 
indiscriminately. They have insisted that, as in any business, ex- 
treme consideration should be given to each enterprise, that an 
intelligent traffic survey was an essential prerequisite, that the cap- 
abilities of existing transportation agencies should be measured in 
the light of their economic sufficiency, and finally that the measure 
of justification should lie in the fact that when completed, private 
capital was willing and ready to operate upon them. 

The government has no more moral right to operate these water- 
ways, and particularly at a loss, than it has to engage in transporta- 
tion upon the highways. If this latter practice were adopted it would 
be almost worth the price to witness the consternation, and to hear 
the expostulations of our truck friends; and particularly if the latter 
were compelled, as a further corollary, to operate as a collecting 
agency for the government trucks, and required to surrender the 
longer haul to market. Then if these private truckers were com- 
pelled to join in through rates with the government trucks at 80 
per cent of their own rates, and were not permitted to equalize 
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these rates, you would have just the situation the railroads have 
with respect to the government operated inland waterways. 


Automobile and Truck Transportation 

During the last 15 years there has been expended for the pro- 
vision of permanent highways an amount exceeding the aggregate 
investment in rail transportation. The greater portion of these high- 
ways parallel the railroads; and over these highways are operated 
an increasing number of automobiles, auto stages, and trucks, as 
carriers of commerce. 

It is not my intention to go into the question of a proper relation 
of taxes, or the questfon of the disparity in the costs of maintenance 
between the railways and these forms of transportation. These 
matters come within the purview of the state authorities, and their 
experience will guide to a proper solution. The purpose of my talk 
is to bring out clearly what I regard as a fundamental situation 
= respect to the competitive forms of transportation now avail- 
able. 

It is fair to say that in most states anyone can engage in trans- 
portation upon the public highway. In only a few states is a certi- 
ficate of public convenience and necessity required; and in a fewer 
number is there any attempt at regulation. There is no regulation 
whatever of interstate commerce. There is no uniformity or stability 
in the rates charged. Only rarely is there any requirement about 
regularity of service. The highway carrier is free to accept or reject 
any traffic, can enter into and discontinue operation at will, and 
can make rates and cancel them without let or hindrance, while 
the rail carriers remain subject to exacting legal requirements in 
respect to publication of tariffs which cannot become effective under 
thirty days, and are even then subject to suspension. 

The natural outcome of such freedom is an example of rank dis- 
crimination and ruinous competition which the rail carriers, with all 
their shortcomings, never approximated in their pre-regulation days. 
All of the elements are present here which precipitated regulation 
of the railroads. Most of the highway operators do not understand 
costs, and those who have learned by sorry experience are thwarted 
in their attempts to stabilize rates upon a fair basis by the irre- 
sponsible individual operator. 

The railroads are constantly criticized for their failure to co- 
ordinate with the trucks. There is no contention that the trucks do 
not have a_ proper sphere of usefulness. Under certain conditions, 
and within distances as yet not fully determined, they are a valualbe 
contribution to the whole scheme of transportation. But it must be 
remembered that the railroads have behind them a century of ex- 
perience. They are able to speak concertedly and authoritatively 
upon business matters and procedure. They are in full position to 
consider the subject of coordination upon a fair and reasonable basis. 
The truck operators, on the other hand, are for the most part un- 
organized, and have no authoritative voice. 

If a plan of coordination were agreed upon between the railroads 
and responsible truck operators, the whole fabric of the understanding 
could be torn asunder the next day by an independent operator who, 
with limited capital and small initial down payment, could enter 
into the business in competition with both the organized truck oper- 
ators and the railroads, and create thereby as great a rate demorali- 
zation as we now have. Coordination under such circumstances is, 
therefore, clearly impossible. 

This is not a railroad viewpoint only. I have discussed the 
matter with representative truck operators and owners, who realize 
just as clearly as I do the limitations of the existing situation. 


Intercoastal Carriers 


The carriage of intercoastal traffic is confined by law to steam- 
ships under the American flag, and there is no quarrel with this. 
It is noteworthy, however, that the railroads are forbidden by lay 
to ongage in this business. 

The same demoralization in rates and service which obtain upon 
the highway are present here in equal degree. There is no regulation 
of these carriers, which not only compete with the transcontinental 
railroads for intercoastal traffic, but through successive and ruinous 
rate wars have reached well into the interior from each coast. And 
the so-called “long and short haul clause’’ operates to prevent the 
railroads from meeting this competition between terminals because 
of its effect upon intermediate traffic. 

Coordination of any sort between intercoastal carriers and the 
railroads in these circumstances is impossible because of the fact 
that any arrangement mutually arrived at could be upset by an 
independent operator entering the business. 


General 


There is in the United States a material surplus of all forms of 
transportation, rather than a shortage. The existing situation with 
respect to discrimination and instability of rates on the part of 
carriers by water and by highway is not a healthy condition. The 
coordination of all forms of transportation upon a fair basis which 
preserves each within its economic sphere is a very desirable, and 
even an essential, thing. I have never been able to fathom the 
antipathy of water and highway carriers toward a regulation which 
would make the securing of a certificate of public convenience and 
necessity a primary requisite; or why they should object to govern- 
ment supervision which extended at least to the question of a 
minimum rate. The advantage to them of the latter requirement 
should be perfectly obvious. The requirement of a certificate would 
eliminate the wildcat or overnight and irresponsible operator. It 
would result in the establishment of truck lines where they could be 
justified, and at rates which would return a profit. 

This requirement alone would make possible an organization of 
truck and bus operators which would have an authoritative voice, 
and which could deal in matters of coordination with other carriers 
in a comprehensive and constructive manner, and I do not believe 
that it can ever be accomplished in any other way. 

I believe that the railroads of this country are a fundamental 
necessity. They can be hampered, and to some extent crippled, by 
a continuation of the present anomalous conditions, a proper solution 
of which is essential in the public interest, and equally in the interest 
of all carriers alike. 


The Railroads in National Defense 


Wholly aside from their economic value, the railroads are essen- 
tial as a factor in national defense. It is not possible to conceive 
this nation successfully waging a major war, confined to any less 
——_ systems of mass transportation than are afforded by the 
railroads. Russia, with all of its resources in men and materials, 
was defeated by Japan solely because of the inadequacy of its 
transportation. The great striking force of Germany in the World 
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War rested upon her strategically located railways and her ability 
to shift vast quantities of men and material from one front 4 
another in a remarkably short time. 

Our own experience in the world war should be conclusive 4 
this. No other form of transportation could have delivered thre 
million men within five months at the port of New York as regulary 
as the clock ticked, and from the most remote portions of the Unite 
States. Every division was entrained on schedule and arrived at Ney 
York at the time appointed. And in passing it is well to rememb, 
that an American division of 27,000 men requires 58 passenger trian; 
and 58 freight trains. 

No other country in the world demands such long distang 
transportation in such volume. No other country approaches th, 
United States in the volume of highly perishable traffic. It ig 
the first importance that there be no weakening of this vital essentig| 
in the nation’s organization—essential both from its economic senge 
and as an imperative factor in national defense. Such a. dependabj 
national system of transportation cannot be indefinitely maintainej 
under existing conditions. 

There is an elemental unfairness in regulating one carrier ty 
the Nth degree while leaving competitive systems entirely free of 
regulation. The railroads do not claim a monopoly of transportation 
nor do they claim a place in the sun by divine right. But they a& 
assert the inequality and inequity of the existing situation. They 
assert that it is an unhealthy condition upon the economic structure: 
that it tends to instability and uncertainty; that it fosters discrim: 
ination and unfairness; that in the end, and with mathematica) 
certainty, it foredooms the unregulated and regulated carriers alike 


to diminishing returns, with its inevitable result in unsatisfactory ani 


undependable service. 


I have intentionally refrained from touching upon many fea. | 
tures in the existing situation which the railroads feel and assert are [ 


fundamentally unfair. I have done this because I believe with 4] 


my heart that in regulation of transportation by water and by jm 
highway, at least to the requirement of a certificate of public con- 


venience and necessity, or other form of governmental permit, ani 
the maintenance of minimum rates, lies the only hope of salvation 
for such carriers. And certainly this is the only method through 
which there is any prospect of coordination and cooperation between 
the various classes of carriers. 

More than three-quarters of a century ago Mr. Lincoln said: 

“This nation cannot remain half slave and half free.’ 

He added that it would eventually become all slave, or all free, 
Paraphrasing this: Commercial transportation cannot remain half 
regulated, and half unregulated; and obviously either it will become 
all regulated, or must become all unregulated. 

Nothing is farther from my mind, in offering these suggestions, 
than to convey an impression that the railroads are passe, or pros- 
trate in a sense which differs fundamentally from that in which busi- 
ness generally finds itself. Nor do I admit, for an instant, that the 
railroads will not come back when business restoration materializes, 
As the essential artery through which the great majority of traffic 
must move, the railroads can not escape the depression from which 
all business is suffering, any more than they can be denied a par- 
ticipation in the greater volume which will some day return. 

_The railroads suffer today particularly from a mistaken economic 
policy. In prosperous times, when business generally is at full tide, 
and when railroad earnings are likewise expanding, and when traffic 
can best absorb the costs, it has been the policy to reduce rates, 
thus depriving the railroads of the privilege enjoyed by other busi- 
ness, of a reasonable accumulation of revenue which would carry 
them through the valleys of depression. Then when traffic has reached 
a low stage, and industry generally is endeavoring by lowered prices 
to stimulate demand, the necessities of the railroads prompt, and 
even compel, efforts to secure an increase in rates. Neither can 
be justified as an economic proposition, and if this lesson is learned, 
the distressing experience of the last three years will not have been 
wholly in vain. 


In conclusion, while I have urged uniform regulation as essential | 


to the coordination and stability which I belive can be accomplished, 
and in which I am positive industry and commerce have a vital 
—— I realize that the railroads cannot in themselves bring it 
about. 
or partisan interest. Its accomplishment depends upon the attitude 
of organized business. 


If I am right in my major premise, that business men still need | 


equality of opportunity, stability of the rate structure, and a high 
character of dependable service, then organized business whose best 
—— is found in this National Chamber of Commerce, can bring 
it about. 


“Unless steps are taken to correct the 
hopeless tangle railroad affairs are now it, 
we must make up our minds to face the worst,” 
declared Mr. Hurrell. He outlined the financial 
situation of the railroads, giving his account of what he thought 
to be the causes of the unsatisfactory state of affairs he found 
to exist, and explained the attitude of the security ownel. 
Unless railroad securities were placed in a more favorable 
light in the future than there was any certainty they would be, 


The Security 
Owner’s View 


he suggested, it would be necessary for the life insurance coll § 


panies, savings banks, and other “trustees of the masses” '0 
find some other place for the investment of their funds and 
content themselves with an effort to salvage what they could 
out of their present holdings of railroad bonds. , 

His review of the situation was, in the main, “lugubrious 
—to use his own word. However, he concluded with the assé 
tion that he could not believe the country “so barren of state 
manship as to permit such a catastrophe to happen.” Congress, 
the Commission, shippers with long-range vision, and security 
owners must unite in an effort to obtain justice for the railroads 
in the matter of equal competitive opportunities and freedom 
from the “shackles” of over-regulation, he held. 

In his opening remarks, he explained that he was speaking 
for the “investor,” as distinguished from the speculator class 
“The political atmosphere in some quarters,” he said, “is 4? 
parently becoming affected with the idea that the ownership o 
stock, if not exactly reprehensible, is somehow not quite orth 





After all is said, there is inevitably the suspicion of selfish [ 
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dox.” He was not speaking for the owner of stock, he made it 
plain, but for bond holders—‘“those conservative and steady 
souls whose financial adventures have been limited to loaning 
their money at comparatively low rates of interest on what 
they believed to be prime security.” 
He disclaimed the right to speak, “in the face of the 
gathering storm,” for the many thousands of individuals and 
hundreds of responsible institutions collectively owning the 
eleven billion dollars at par value of railroad bonds outstanding. 
Life insurance companies, he said, were the leading members 
of the security owners’ group. In size and importance, the 
savings banks were next in importance. Of a total investment 
of 19 billion dollars, life insurance companies held approximately 
3 billion dollars of railroad bonds and the savings banks had 
another 1.7 billions—the holdings of the two classes of insti- 
tutions representing 43 per cent of all railroad bonds. At the 
first of the year, he said, policies issued by life insurance com- 
panies in this country totaled, outstanding, at least fifty million 
and the savings banks had more than 13,350,000 depositors, 
owning over 10 billion dollars in deposits. Through the savings 
banks and the insurance companies, literally millions of thrifty, 
hard-working American citizens had a “stake” in the railroads. 
“The life insurance companies and the savings banks are 
peculiarly the poor man’s institutions,” he went on. “It has been 
estimated that the average policy of life insurance in this 
country, excluding policies of small size known as industrial 
insurance, is for $2,400, and it is the practice to limit the amount 
which may be deposited to one account in a savings bank. So 
the amount loaned the railroads by these two classes of insti- 
tutions is in very truth derived from the slowly accumulated 
periodic savings of the masses.” 


The present “precarious” situation of the railroads, he 
said, presented two questions to the composite individual repre- 
sented by the investor. The first was: “What is to be done to 
protect the investment already made in the obligations of the 
railroads?” The second: “What is to be done to warrant any 
further investment in this type of security?” The answers to 
these questions, he said, were frought with the greatest possible 
consequences to the country. 


Repeal of Section 15A 


Taking up the question of the means to be adopted to better 
the financial condition of the railroads, he first discussed pro- 
posed repeal of section 15A of the transportation act and the 
suggested substitute. It had been stated on high authority, 
he said, that the security owners were largely responsible for 
enactment of section 15A. However that might be, he said, 
they had changed their minds and were anxious for its repeal. 
He found the unanimity of opposition to the present provision 
in the act with respect to recapture an encouraging fact in an 
otherwise depressing atmosphere. 


With reference to the Commission’s responsibility for the 
existing situation and general features of the relationship be- 
tween government and the railroads he had the following to say: 


It was perhaps too much to suppose that a supervising govern- 
ment agency which was established originally to protect the shipper, 
and which for thirty-three years had been engaged in that task 
primarily, could easily orient itself to the new situation. There is 
a natural conflict between the interests of the shippers and the 
railroads. The job of the Commission and its very formidable staff 
of experts through all those years had been the policing of the 
railroads in respect to the multitudinous prohibitions and restrictions 
of the law—all in the interest of the shipper. When the new 
mandate was placed in the law in 1920 to the effect that thenceforth 
the Commission should protect the railroads also, the policeman was 
made the judge and to an extent a contradictory and divided responsi- 
bility was imposed upon him. It may well be that the supervisory 
body has not yet adjusted itself perfectly to this new and dual rela- 
tionship and that it will take more time for the old psychology and 
tendencies to wear away. It is apparent, however, that if any 
scheme of rate making is to succeed, the Commission in its function- 
ing must ultimately bring these two ideas into approximate balance. 
The inherent difficulty in the situation, of course, is that while the 
Commission can police the railroads, it lacks a similar power over 
the shippers. 

We must remember also in assessing responsibility for the failure 
of the rate-making law, or in viewing the work of the Commission 
over the period in question, that the competition of the railroads 
With each other and with other types of carriers, has led, on the 
motion of the railroads themselves, to many reductions in the 
rates fixed. 

_ In any event, the consensus of opinion on the part of the Com- 
mission and the operating managements now is that the rule of 
rate making prescribed in section 15A of the statute is impracticable. 
After eleven years of experience this is where the matter stands. 
The railroads, as a whole or in groups, despite all the fair words 
of promise written into the statute a decade ago, and notwith- 
Standing that their physical plant and equipment were, when the 
depression began, in better condition than ever before, have been 
farther removed from earning a “fair return’ than they were when 
the law was amended. Of course, the depression has taken its toil 
in this industry as in all others. Conceding that other factors have 
catered the picture to account for loss of traffic, the fact remains 
a during this period there were many full years of prosperity 
7 en the roads were operating at capacity, and still the sad story 
of the statistics shows that even in those buoyant times many of 
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them failed to realize that fair return which they had the right 
to expect. 

The security owner, therefore, is in a quandary. He cannot 
escape the notion that somehow the national faith has not been kept. 
He does not assert that it has been consciously violated but the 
fact of the many unhonored obligations of the railroads which he 
now holds and the threatened impairment of many still to mature, 
does not square with the solemn declarations of the national legis- 
lature in respect to fostering and preserving the railroads ‘‘in full 
vigor’ and of permitting rates which would allow them to earn 
a fair return. 

One viewing the subject impartially is forced to conclude that 
this unhappy situation has resulted in very large degere, not by 
conscious bias on the part of the governmental agency charged with 
the duty of regulation, but because the terms of the present 154A, 
with its valuation requirements, imposed upon that agency a task 
so overwhelming as to be impossible of human performance. The 
railroad industry is of such colossal proportions, its ramifications are 
so varied and the interests in natural conflict with it so compelling 
that if regulation is to be successful it must be simplified. Bither 
the government should itself take over the railroads and operate 
them, paying the owners the reasonable value thereof, or it should 
refrain from such interference with their operation as denies to effi- 
cient and economical management the rewards which are naturally 
and justly due it. 

As lovers of our country we may fervently hope that the blight 
of government ownership will never devastate and remove for all 
time the enterprise and efficiency from the great industry which in 
very truth has bound our states and peopole together in one mighty 
industrial and agricultural empire. As men of common sense we 
may believe that the taxpayers of the nation will stand firm in 
opposition to any proposals which would add twenty-four billions 
of dollars, or any considerable part thereof, to the already existing 
public debt of seventeen billions, and place in the hands of govern- 
ment another activity with opportunities for unlimited annual expen- 
ditures; but as parties in intermediate interest to the pressing rail- 
road problem the security owner who wishes the obligations he 
holds honored, and the shipper who demands efficient service for 
the movement of his goods, must join with the railroads in attempt- 
ing to secure for them some measure of relief for the benefit of all. 


Railroad investments were so vast, he insisted, and railroad 
credit so interwoven “into the very fibre” of the national life, 
that adequate government support was the only solution in 
the present crisis. 


Highway Competition 


Until such time as a regulatory “code” suitable for general 
application could be devised for motor transportation, and ap- 
plied, he suggested the railroads should be permitted to meet 
highway competition through the railway express agency. “If 
this were done,” he continued, “I am told that some questions 
would arise between the roads controlling that agency similar 
to those which have arisen to prevent the adoption of various 
proposals of the Commission and others for pooling freight 
and passenger service to eliminate wasteful competition. One 
can hardly believe that if the Railway Express Agency were 
allowed to take over this business that government manage- 
ment would be invited by the obstinacy or fears of the different 
executives as to whether the road of each would get its share. 
If it would, then the need in the premises for another super- 
authority after the style of Judge Landis would be plainly 
indicated. 


“In weighing the problem of motor carrier competition, 
however, the railroads and those identified in interest with 
them will do well to emphasize that their insistence for equality 
of regulation is in no wise an ill-considered cry for such regula- 
tory restrictions as will seriously hamper or tend to suffocate 
the motor carrier industry. The demand is that the shackles 
be removed from the railroads so that they may develop and 
coordinate this type of service with their other facilities in 
order to serve the public more efficiently.” 


The railroad passenger business, he said, was apparently 
“one of those lost causes which must stay lost.” That being 
so, he held, the answer was unequivocally that pooling arrange- 
ments must be resorted to to preserve such revenue as was 
possible. 


Waterways 


On the subject of waterways he spoke, in part, as follows: 


What has been said in criticism of the “in effect’’ subsidiza- 
tion of motor carrier could be repeated with greater emphasis in 
reference to the direct and indirect subsidy given to unregulated 
water carriers. Despite the unproductive billions tied up forever 
in artificial waterways, such as the New York State Barge Canal, 
and the increasing number of millions annually expended in the 
maintenance, dredging and deepenig of the so-called inland water- 
Ways, the taxpayers of the nation do not seem to be alive to this 
colossal waste. Not even in times like these, when the essence of 
the problem of sustaining the nation’s credit is in the reduction of 
public expenditures, is there apparent any hopeful effort to reverse 
this policy. The most that seems attainable is that the loss occas- 
sioned by the government owned and operated boats will lead in 
due course to their disposal. When this is done a most unfair com- 
petitor of the railroads will have been removed. In the meantime 
the security owner should continue to cooperate with other tax- 
payers in disclosing facts which will dampen enthusiasm for this 
type of national expenditure. It would appear that “improvements” 
to Duck Creek and Goose Pond might wait, along with the ambitious 
and costly St. Lawrence deep waterway project, until the happy 
day when this country has caught up with itself financially. 
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STATUS OF PIEDMONT & NORTHERN 


Under a decision of the Supreme Court of the United States 
in No. 664, Piedmont & Northern Railway Co., petitioner, vs. 
Interstate Commerce Commission et al., delivered May 16 by 
Justice Roberts, the Piedmont & Northern was held not to be 
an electric line entitled to be exempted from the provisions of 
paragraphs 18 to 21 of section 1 of the interstate commerce act 
requiring carriers to obtain from the Commission certificates of 
public convenience and necessity. 

Controversy as to whether the Piedmont & Northern was 
such an electric line as to exempt it from the requirements of 
the law in question arose when it proposed several years ago to 
construct two extensions, one from Spartanburg, S. C., to Gas- 
tonia, N. C., 53 miles, and one from Charlotte to Winston-Salem, 
N. C., 75 miles. The carrier was advised by the Commission to 
raise the issue as to jurisdiction and it filed application for a 
certificate, claiming, however, that it was exempt. This claim 
was denied by the Commission, which then denied a certificate 
for the proposed construction. The carrier brought suit to over- 
turn the Commission but it was dismissed, 280 U. S. 469 (50 S. 
Ct. Rep. 192). 

The carrier then began construction of the proposed exten- 
sion between Spartanburg and Gastonia. The Commission sued 
to enjoin this construction on the ground that a certificate 
therefor had not been obtained from it. The carrier contended 
it was an interurban electric railway not operated as a part of a 
general steam railroad system of transportation and therefore 
was exempt from the certificate requirements under section 1 
(18 to 21) of the act. The district court for western South 
Carolina enjoined the construction, thus upholding the Com- 
mission. 

After going over evidence as to the characteristics of the 
Piedmont & Northern, Justice Roberts said it appeared that 
petitioner’s business was preeminently interchange interstate 
freight traffic of national character, in all essential respects 
conducted as was the business of steam freight carriers in the 
territory served. He said the differences in construction, equip- 
ment, operation and handling were incidental merely to the use 
of electric motive power in lieu of steam, and that the purely 
local traffic in freight, passengers, baggage and express was 
relatively inconsequential. 

“The petitioner’s railway,” continued the justice, “is of such 
importance in interstate commerce and renders a service so 
predominantly devoted to the handling of interstate freight in 
connection with steam railroads, is in such relation to connect- 
ing steam carriers, and competes with steam trunk lines in such 
manner, that in view of the declared policy of the act we can- 
not hold it an “interurban railway within the exemption of the 
same paragraph... . 

“The facts clearly require a holding that petitioner’s rail- 
way is not within the true intent and purpose of the exclusion 
intended by the paragraph.” 

The court sustained the finding of the district court against 
the carrier. 

Justice Roberts, in discussing the intent of Congress, could 
find no justification for the contention that such a railroad as 
the Piedmont & Northern was in the mind of Congress when it 
provided the exemption in question. 


GUARANTY-DEFICIT AWARDS NOT GIFTS 


Payments received by railroads from the government under 
sections 204 and 209 of the transportation act were not subsidies 
or gifts but constituted taxable income, according to two deci- 
sions of the Supreme Court of the United States, May 16, both 
by Justice Roberts, in No. 634, Texas & Pacific Railway Co., 
petitioner, vs. United States, and in No. 560, Continental Tie & 
Lumber Co., petitioner, vs. United States. The Court of Claims 
was affirmed in each case. 

The Texas & Pacific omitted from its taxable income re- 
turned for 1920 the amount of money received by it from the 
government under section 209 of the transportation act, which 
guaranteed the carriers accepting the guaranty a minimum 
operating income for the first six months after the end of federal 
control. The Commissioner of Internal Revenue added the 
amount paid as income and assessed the resulting tax which 
was paid under protest. 

On rejection of a claim for refund, the carrier sued in the 
Court of Claims to recover the tax in issue, asserting that the 
amount received from the government under section 209 was a 
subsidy or a gift and, therefore, not income under the law. Re- 
covery was denied in the Court of Claims. 

Justice Roberts reviewed the situation the railroads were 
in at the end of federal control due to the fact that rates had 
not been increased to meet expenses and of the decision of 
Congress to make up the minimum operating income, if neces- 
sary, for the first six months after the end of federal control, 
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until rates could be adjusted. He said the amount paid to bring 
the yield from operation up to the required minimum was as 
much income from operation as were the railroad’s receipts from 
fares and charges. He pointed out that payment of the guaranty 
was dependent on continued operation by the carrier. He said 
the sums received by the carrier under the act were not sub. 
sidies or gifts, that is, contributions to the capital of the rail. 
roads. 

The government’s payments, he said, were not in their 
nature bounties, but an addition to a depleted operating revenue 
consequent upon a federal activity. 

In the Continental Tie & Lumber case, the issue was as to 
whether payment for reimbursement of the deficit of the Cimar-. 
ron & Northwestern Railway Co., under section 204 of the act, 
was taxable income. This was disposed of on the same basis 
as the Texas & Pacific case. It was further contended in this 
case that if the payment were income it was taxable for 1923 
when paid instead of 1920. The court ruled against this conten. 
tion of the carrier, and said the lower court had correctly held 
that the amount awarded was taxable income for 1920. 


ERIE TAX CASE 


In No. 766, Erie Railroad Co., petitioner, vs. The United 
States, the Supreme Court of the United States, May 16, denied 
a petition for a writ of certiorari to the Court of Claims. The 
Erie sought review of the final judgment and order of the Court 
of Claims on demurrer dismissing the Erie’s petition for judg- 
ment against the United States in the sum of $52,156.60, which 
was paid by the Erie as taxes on the transmission of telegraphic 
messages for the period between January, 1921, and June, 1924. 
The carrier contended that the arrangement between it and the 
Western Union was for an exchange of services and that there 
fore no tax was assessable. 


N. & W. ACCOUNTING CASE. 


In No. 796, Norfolk & Western Railway Co., appellant, vs. 
United States of America and Interstate Commerce Commission, 
appellees, the Supreme Court of the United States, May 16, 
noted that it had probable jurisdiction. The case is on appeal 
from the federal court for the western district of Virginia and 
involves an attack by the carrier on an order of the Commission 
classifying certain collieries owned and operated by the carrier 
as non-transportation property instead of transportation prop- 
erty, as the carrier contended they should be classified. The 
order further required that the collieries be included in Account 
No. 705 (non-carrier or non-transportation property). 


ACCOUNTING FOR CONTRIBUTIONS 
The Trafic World Washington Bureau 


A hearing was held before Examiner Hansen on May 19 in 
Ex Parte No. 107, accounting of the New York Telephone Co., 
on the question as to whether the telephone company had 
charged to the proper account a contribution of $75,000 made 
by it to the New York City emergency unemployment relief 
fund in 1931. (See Traffic World, April 30, p. 918) The con- 
pany charged it to operating expenses, in accordance, it was 
claimed before the examiner, with the accounting rules pre 
scribed by the Commission in 1916 and followed by the New 
York and other telephone companies. 

The question as to whether the contribution was properly 
classified in the accounts was created by a decision and order 
of the New York Public Service Commission to the effect that 
the charge should be to surplus and that the company should 
change its books, as to contributions, so as to have them charged 
to surplus in 1929, 1930 and 1931. The New York Telephone Co., 
in the hearing before the New York commission, according to 
testimony given at the hearing before Examiner Hansen, told 
the New York commission that in charging the donations to 
operating expense, it followed the rule of the federal Commis- 
sion and could not make the changes. 

A general statement as to the matter was made by Edward 
W. Beattie, general attorney of the New York company. Roy B. 
Shaver, assistant comptroller of the American Telephone & 
Telegraph Co., of which the New York company is a part, said 
that the question of where to charge contributions could have 
no effect upon telephone users, inasmuch as they amounted to 
less than one-tenth of one per cent. The stockholders, he said, 
could not be affected because it was a matter of bookkeepiné. 
The Bell system companies, the trade name of the A. T. & T. 
companies, he said, supported the accounting prescribed by the 
federal Commission and now in effect as the proper method of 
accounting. 

E. M. Thomas, comptroller of the Chesapeake & Ohio, for 
committee of the Railway Accounting Officers’ Association, said 
the railroads charged contributions to operating expenses. 

F. R. Kellogg, for the National Association of Community 
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Chests and Councils, and William Hodson, secretary-director of 
the New York City emergency unemployment relief committee, 
urged that corporations be permitted to charge contributions to 
operating expenses. If that were not done, they said, it would 
be very difficult to obtain corporation contributions for re- 
lief work. 


NEW JERSEY CLASS RATES 
The Traffic World New York Bureau 


The intrastate class rates proposed by the railroads in New 
Jersey are “unduly discriminatory and prejudicial,” the New 
Jersey Public Utilities Commission has ruled in a decision or- 
dering that they be disallowed. 


The Commission holds that intrastate rates should be 
placed on an equal basis as related to a distance scale. It also 
made the point that, if groupings are necessary to equalize rates, 
they should not be too large in extent and that the mileage to 
or from a central point within the group should be used or 
average mileage of the grouped points to produce a rate struc- 
ture of a reasonable basis. 


The complainants in the case were the New Jersey Indus- 
trial Traffic League, the New Jersey Traffic Advisory Commit- 
tee, represented by Milton P. Bauman, and various chambers 
of commerce, 


“The board,” says the decision, “after examination of the 
testimony and exhibits in this matter and due consideration, 
finds and determines that the class rates based upon actual 
distance, plus constructive mileage, are unreasonable in that 
they exceed rates based on actual mileage and are unduly 
prejudicial, that the maximum reasonable rates for intrastate 
traffic should be based on the distance scale of first class rates, 
Appendix E; that, in computing distance for the application of 
the distance scale, the shortest routes shall be used over which 
carload traffic can be moved without transfer of lading. * * * 


“The board further finds and orders, as the suspended tariff 
schedules contain reasonable and unreasonable rates as deter- 
mined, that they shall be canceled on or before June 3 and that 
revised schedules of class rates, conforming with the findings 
herein, shall become effective on or before September 10 and 
that said tariff schedules be filed with the board thirty days 
prior to the effective date.” 


It is believed that the railroads will appeal. 


The South Jersey Port Commission took a leading part in 
presenting evidence in the case for the shippers. The head of 
the Port Commission’s traffic bureau, William McCuen, who 
prepared the local exhibits and data and was a witness, made 
a statement as follows: 


The railroads, in revising their rates, after the Interstate Com- 
merce Commission decision in the eastern class rate investigation, 
effective December 3, 1931, fixed schedules of rates applying to both 
interstate and intrastate traffic in New Jersey. Complaints arose from 
New Jersey shippers that the rates for class freight traffic wholly 
within the state were unduly discriminatory and prejudicial to cer- 
tain sections of the state, particularly Camden and North Jersey. 
On petition of numerous protestants to the Public Utility Commission, 
that regulatory body suspended the rates and held several hearings. 

The board’s decision upholds the contention of the shippers and 
the suspended rates are ordered cancelled on or before June 3. The 
railroads are required to make up revised schedules of class rates, 
conforming with the board’s findings, which new rates shall become 
effective on or before September 10 and must be filed with the board 
thirty days prior to the effective date. 

The decision is a victory for the shippers and industries in South 
Jersey and Camden and removed unjust rail rates that would have 
placed the South Jersey Port district at a distinct disadvantage as 
compared with other industrial and shipping centers in Eastern Trunk 
Line territory. 

Besides savings in freight charges to the South Jersey shippers, 
the Port of Camden is put on a parity with other competing ports 
on the Atlantic coast. 


HOWELL AND WHEAT RATES 


Arguing in the Senate on May 17 that Congress should 
not adjourn without rescuing agriculture, Senator Howell, of 
Nebraska, pointed to rates on wheat from Nebraska to Chicago 
in comparison with rates on wheat for comparable hauls on 
Canadian railroads to ask whether it should be a “matter of 
surprise that the farmer is writhing under the transportation 
rates he is paying today.” The senator put into the Congres- 
sional Record as part of his speech a table of rates on wheat 
on American and Canadian railroads showing that the Canadian 
rates were but little higher than before the war, while the United 
States rates were 44 per cent higher than in 1914. He made no 
reference to the explanation of that situation made by the 
Commission a number of years ago to the effect that if Amer- 
ican railroads were relieved of tax burdens and received sub- 
sidies equal to those of Canada, they could carry grain and 
= _ products at much lower rates than the Canadian 

roads, 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. 


Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Washington, N. D.) Public works 
department’s order respecting carrier’s repayment of over- 
charge for intrastate transportation, affirmed by state Supreme 
Court, constituted fact finding by regulatory body, not plenary 
suit (Rem. Comp. Stat. Wash., Sec. 10433). (Sauk River Lumber 
Co. vs. Northern Pacific Ry. Co., 56 Fed. Rep. (2nd) 656). 

On carrier’s failure to repay overcharge ordered by state 
regulatory body, plaintiff had statutory right to collect, by inde- 
pendent plenary action, amount of overclaim (Rem. Comp, Stat. 
Wash., Sec. 10433).—Ibid. 

Independent action to collect overcharges from carrier or- 
dered to be paid by state regulatory body held removable to 
federal court (Rem. Comp, Stat. Wash., Sec. 10433; Jud. Code, 
Sec. 28 (28 USCA, Sec. 71)).—Ibid. 

First duty of federal court is to determine its jurisdiction 
of its own motion if not challenged by litigants (Jud. Code, 
Sec. 28 (28 USCA, Sec. 71)).—Ibid. 





(Supreme Court of Ohio.) Utility Commission’s reasonable 
finding granting application for operating exclusively interstate 
passenger busses held conclusive as against contention appli- 
cation was subterfuge for operating intrastate busses. (Penn- 
sylvania R. Co. et al. vs. Public Utilities Commission of Ohio, 
180 N. E. Rep. 539). 





(Supreme Court of Florida.) Return to peremptory man- 
damus writ should contain merely certificate of compliance, 
unless something impossible or unlawful is commanded or 
changed conditions render compliance improper. (State ex rel. 
Davis, Atty. Gen., et al. vs. Atlantic Coast Line R. Co., 140 So. 
Rep. 817.) 

Where peremptory mandamus writ commands restoration 
of railroad line abandoned without authority, response adduc- 
ing Interstate Commerce Commission’s order that public con- 
venience and necessity does not require construction of line is 
insufficient to show writ to be illegal or impossible of per- 
formance (Interstate Commerce Act, Sec. 1 (18, 20), 49 USCA, 
Sec. 1 (18, 20)).—Ibid. 

Interstate Commerce Commission’s finding and order that 
public convenience and necessity do not require construction of 
line ordered to be restored by peremptory mandamus writ does 
not affect state court’s authority to enforce its writ, but may 
be considered in determining whether writ should be enforced 
(Interstate Commerce Act, Sec. 1 (18, 20), 49 USCA, Sec. 1 
(18, 20) ).—Ibid. 

Peremptory mandamus writ requiring restoration of railroad 
line unlawfully abandoned will not be enforced where to do so 
would cause confusion in governmental regulations, and would 
be futile, entail undue expenditures, and be inconsistent with 
Interstate Commerce Commission’s exercise of authority (Inter- 
state Commerce Act, Sec. 1 (17, 18, 20), 49 USCA, Sec, 1 (17, 
18, 20) ).—Ibid. 





hipping Decisi 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(District Court, S. D., New York.) Although bills of lading 
covering cargoes on government vessels were issued under 
charters executed by managing agents and charterers, United 
States held proper party to sue in personam for demurrage for 
delay at loading port (Suits in Admiralty Act, Sec. 11 (46 USCA, 
Sec. 751)). (The Lake Pachuta, 56 Fed. Rep. (2nd) 627). 

Right to recover demurrage for delay at loading port held 
not lost by failure to demand payment of demurrage at time of 
delivery of cargo.—lIbid. 

Acceptance of cargo by assignees and indorsees of bills of 
lading bearing indorsements of amounts for demurrage at load- 
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entering the city, Great Lakes steamers and New York 
Barge Canal lines. Suburban auto trucking companies 
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at New York 


Here manufacturers are offered every possible service 
that their own factory branch could furnish other than 
selling the merchandise. “Store Door” delivery service 
provides economical, efficient distribution. Carload ship- 
ments to and from terminal are handled without loading 
or unloading charges to the shipper. Double-decked 
terminal 1300 feet long by 150 feet wide located within 
the free lighterage limits affords unequaled facilities for 
the movement of inbound and outbound steamship freight. 
Storage, handling and insurance rates are the very min- 


— ATLANTIC TIDEWATER TERMINALS 
George W. Green, Vice President and General Manager 
17 State Street 


Centralized management insures a highly efficient, uni- 
form service to vessels and cargo interests alike through- 
out the entire chain. Waterside storage and direct transfer 
ship to rail eliminates one or more handlings. Ultra- 
modern machinery provides the safe movement of all 
classes of merchandise with the utmost safety and dispatch. 
Fireproof buildings with complete sprinkler system enable 
our patrons to enjoy the lowest possible insurance rates. 
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ading of the railroad cars and motor trucks under cover. 
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located 
throughout the city, provide over 2,100,000 square feet 


Eleven mammoth warehouses, conveniently 
of excellent storage space. Each property is served by 
P. R. R. sidings. We are the largest operators of ware- 
houses in Philadelphia and are equipped to furnish all 
kinds of service incident to the handling of package freight 
on L. C. L. shipments. Liberal cash advances on stored 


goods. Low insurance rates. 


MERCHANTS WAREHOUSE CoMPAN Y 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 


At Cuicaco 
Richard D. Jones, Western Traffic Manager 
1646 Transportation Building 
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ing port and providing for such demurrage held to give rise to 
implied promise to pay demurrage for which lien could have 
been enforced.—Ibid. 

In certain respects, courts of admiralty act as courts of 
equity.—Ibid. 

Libels by the United States for demurrage held not barred 
by laches.—Ibid. 


(Supreme Court, Appellate Term, First Department.) Court 
could retain jurisdiction of action by nonresident against for- 
eign eorporation not doing business in state for breach of con- 
tract for carriage of goods in foreign commerce, where defendant 
five years before had answer on merits (General Corporations 
Law, Sec. 225; Const. U. S., art. 1, Sec. 8, cl. 3). (Baltimore 
Pub. Co. vs. Swedish-America Mexico Line, Ltd., 256 N. Y. Sup. 
284.) 


(Supreme Court, Appellate Term, First Department.) Per 
curiam. Orders affirmed (142 Misc. Rep. 201, 253 N. Y. S. 260), 
with $10 costs and disbursements, on the authority of Brown 
vs. Canadian Pacific Ry. Co.. ————App. Div. ———, 256 N. Y. S. 
294, decided herewith. (Barclay Ball, Plaintiff-Respondent, vs. 
Nippon Yusen (Kabushiki) Kaisha, and Canadian Pacific Ry. 
Co., Defendants-Appellants, 256 N. Y. S. 298.) 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 7 totaled 
533,677 cars, according to reports filed by the railroads with 
the car service division of the American Railway Association. 
This was a decrease of 20,335 cars under the preceding week, 
212,068 cars below the corresponding week in 1931, and 398,669 
cars under the same period two years ago. 

Miscellaneous freight loading the week ended May 7 totaled 
196,190 cars, a decrease of 3,427 cars below the preceding week; 
loading of merchandise less than carload lot freight totaled 
185,104 cars, an increase of 81 cars; grain and grain products 
loading for the week totaled 28,575 cars, 4,166 cars below the 
preceding week; coal loading totaled 80,392 cars, a decrease of 
10,658 cars; forest products loading totaled 19,422, a decrease 
of 520 cars; ore loading amounted to 2,193 cars, a decrease 
of 803 cars; coke loading amounted to 3,225 cars, 208 cars above 
the preceding week; live stock loading amounted to 18,576 cars, 
a decrease of 1,050 cars below the preceding week. 

Revenue freight loading by districts the week ended May 
7 and for the corresponding period of 1931 was reported as 
follows: 


Eastern district: Grain and grain products, 5,008 and 5,987; live 
stock, 1,540 and 1,720; coal, 20,592 and 27,254; coke, 988 and 1,445; 
forest products, 1,626 and 5 267; ore, 882 and 975; merchandise, L. 
C. L., 49,361 and 61,959; miscellaneous, 47,211 and 70,960; total, 1932, 
127,208; 1931, 172,567; 1930, 215,731. 

Allegheny district: Grain and grain products, 2,477 and 2,772; live 


stock, 1,217 and 1,428; coal, 23,087 and 30,682; coke, 985 and 3,291; 
forest products, 938 and 1,523; ore, 70 and 2,310; merchandise, L. 
C. L., 38,087 and 47,988; miscellaneous, 39,812 and 63,253; total, 1932, 
106,673; 1931, 153,247; 1930, 193,994. 


Pocahontas district: Grain and grain products, 226 and 272; live 
stock, 50 and 659; coal, 21,149 and 27,328; coke, 203 and 224; forest 
products, 595 and 913; ore, 44 and 91; merchandise, L. C. L., 5,257 and 
man 5,401 and 7,237; total, 1932, 32,925; 1931, 42,374; 

Southern district: Grain and grain products, 2,752 and 3,408; live 
stock, 886 and 954; coal, 8,549 and 14,248; coke, 250 and 390; forest 
products, 6,054 and 10,071; ore, 190 and 692; merchandise, L. C. L., 
31,740 and 37,783; miscellaneous, 30,028 and 46,117; total, 1932, 80,449; 
1931, 113,662; 1930, 131,850. 

Northwestern district: Grain and grain products 6,046 and 7,747; 
live stock 3,831 and 5,292; coal, 2,820 and 4,093; coke, 639 and 1,045; 
forest products, 4,413 and 8,233; ore, 95 and 4,095; merchandise, L. 
C. L., 22,114 and 27,697; miscellaneous, 21,499 and 31,071; total, 1932, 
61,457; 1931, 89,273; 1930, 141,319. 

Central Western district: Grain and grain products, 8,557 and 
10,501; live stock, 8,880 and 10,624; coal, 2,934 and 5,654; coke, 105 and 
101; forest products, 3,518 and 6,123; ore, 681 and 2,302; merchandise, 
L. C. L., 25,100 and 29,495; miscellaneous, 31,151 and 46,325; total, 
1932, 80,926; 1931, 111,125; 1930, 125,857. 

Southwestern district: Grain and grain products, 3,509 and 4,566; 
live stock, 2,172 and 2,426; coal, 1,261 and 2,384; coke, 55 and 57; forest 
produets, 2,278 and 3,699; ore, 231 and 328; merchandise, L. C. L., 
13,445 and 15,056; miscellaneous, 21,088 and 34,976; total, 1932, 44,039; 
1931, 63,492; 1930, 71,670. 

Total, all roads: Grain and grain products, 28,575 and 35,253: live 
stock, 18,576 and 22,503; coal, 80,392 and 111.643; coke, 3,225 and 6,553: 
forest products, 19,422 and 32,829; ore, 2,193 and 10,793; merchandise, 
I. C. L., 185,104 and 226,227; miscellaneous, 196,190 and 299,939; total, 
1932, 553,677; 1931, 745,740; 1930, 932,346. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 
Four weeks in January........... 2,269,875 2,873,211 3,470,797 
Four weeks in February.......... 2,245,325 2,834,119 3,506,899 
Four weeks in March............. 2,280,672 2,936,928 3,515,733 
Prve WOGES th AMET... 2.0 ec cccceae 2,772,888 3,757,863 4,561,634 
Week ended May 7................ 533,677 745,740 932,346 
Pn TE eT = 10,102,437 13,147,861. —«15,987,40 
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RAILROAD EARNINGS 


The Commission’s official statistics on operating revenue 
and operating expenses of Class I steam railroads for March 
1932, and 1931, and for the three months ended with March 
1932, and 1931, compiled from the carrier reports by the (op, 
mission’s Bureau of Statistics, follow: 






















































MARCH 
United States 
Item 32 1931 
Average number of miles operated......... 242,079.61 242,180,% 
Revenues: 
SII, <a cxigitnirs hiplesScaayarasieaia seas wore ee *$225,031,197 $291,314 19) 
DE: <<. s5cdccusiieweseecscas i aweeie 734,398,434 £47,144 40 
EE rea eee 8,472,573 ,009'475 
eR eee rere 5,736,991 337,12 
AM other tTAmEpertation. .... oc cccsecscce §10,113,150 12,229,799 
ieee ere renee eon 5,769,712 7,550,298 
0 OS rr ern 771,503 920,803 
PE. TU 6 5.6600. 566 690 0k 0800000: 264,634 259,453 
Railway operating revenues......... 290,028,926 376,246,460 
Expenses: 
Maintenance of way and structures.... 31,203,252 46,734,149 
Maintenance of equipment.............. 58,666,974 75,791,906 
ee ey eer em ee 8,502,338 9,948,781 
ee re reer er 107,910,165 140,316, 49 
Miscellaneous operations ..........-... 2,552,163 , 706,975 
RE EE rT terre 13,996,326 15,730,345 BF 
Transportation for investment—Cr...... 349,053 612,04 FF 
Railway operating expenses........ 222,482,165 291,616,603 
Net revenue from railway operations....... 67,546,761 84,629,857 
DEY TOE GOCTURIB. «00 ccscccccesccvccsees 25,546,763 27,413,652 
Uncollectible railway revenues............. 94,703 73,641 
Railway operating income.......... 41,905,295 57,142,564 
Equipment rents—Dr. balance............. 6,954,718 8,326,268 
Joint facility rent—Dr. balance............ 2,661,277 2,338,112 
Net railway operating income...... 32,289,300 46,478,184 
76.71 77.51 


Ratio of expenses to revenues (per cent).. 
*Includes $6,007,388 increase from ‘‘Ex Parte 103.”’ 
fInclueds $1,768,242 sleeping and parlor car surcharge. 
tIncludes $2,449,830 sleeping and parlor car surcharge. 
§Includes $104,237 increase from ‘‘Ex Parte 103.” 

THREE MONTHS 


United States 
2 1931 








eI 


Item 
Average number of miles operated........ 242,047.29 242,178.92 
Revenues: 
SI» cx aniiia'-taela Reva eae een eS *$638,837,340 $825, 883,923 
Re ne ee 106,303,629 $146,938,691 
RS ccna ahi ale ese aie ieee wig dene eae ees wis0 24,751,114 26,367,796 
Ae ae enn ee ee 13,934,070 19,833,898 
AM Other Wanesportation. .......cccccseve §29,300,801 35,436,105 
ER RE ere re ee 17,877,353 22,467,199 
A ee > ee er 2,393,501 2,809,297 FF 
Oe Tt es ooo se sicecee steve stevens 782,076 778,712 
Railway operating revenues........ 832,615,732 1,078,958,197 FF 
Expenses: 
Maintenance of way and structures.... 90,402,990 131,827,294 
Maintenance of equipment............. 171,780,778 224,979,741 
NE oid dextuwsn as ¥Absweeaes sons oo ween 25,843,857 29,918,061 
EE, pec ise neaenediedesevsinnaee 325,679,806 414,171,506 
Miscellaneous operations .............. 8,091,981 11,220,495 
MD cnc anig owls o-aiann ge i aemniecaunid neha © Abo 42,215,466 47,374,174 
Transportation for investment—Cr...... 911,704 1,618,202 
Railway operating expenses........ 663,103,174 857,873,069 
Net revenue from railway operations........ 169,512,558 221,085,128 
ee ere 74,628,282 $0,965,817 
Uncollectible railway revenues.............. 231,922 220,230 
Railway operating income.......... 94,652,354 139,899,081 
Equipment rents—Dr. balance ............ 20,901,205 24,111,981 
Joint facility rent—Dr. balance............ 7,722,675 7,253,944 
Net railway operating income...... 66,028,474 108,533,156 
79.64 79.51 


Ratio of expenses to revenues (per cent).. 
*Includes $15,448,332 increase from ‘‘Ex Parte 103.” 
tIncludes $5,469,145 sleeping and parlor car surcharge. 


tIncludes $7,559,881 sleeping and parlor car surcharge. 
§Includes $282,924 increase from “Ex Parte 103.” 


GOVERNMENT AID FOR TRANSPORT 
(Continued from page 1078) 
of transportation is subsidized, wherein does the public, 
which pays both subsidies, benefit? 
The question may well be asked: “Who is going t0 
subsidize the government?” If the answer is “the pub- 
lic,” then who is going to subsidize the public? 
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Ocean Shipping News 





OCEAN RATES AND CANADIAN MONEY 


The Shipping Board, in Formal Docket No. 81, in re rates 
jn Canadian currency, has instituted an investigation as to the 
effect of the disparity between the currencies of the United 
States and Canada on American commerce and shipping. A 
hearing Will be held at San Francisco June 22. The board’s 
resolution instituting the inquiry follows: 


Whereas, In pursuance of section 15 of the shipping act, 1916, 
there have been in the past approved by the board certain conference 
agreements between carriers containing provisions relating to the 
quoting or collecting of rates by said carriers in United States 
and Canadian currencies, ‘ae agreements and carriers are named 
i dix hereto; an 
as Wonsen Due to changed conditions subsequent to departure by 
Great Britain from the gold standard the pre-existing practical 
equality between United States and Canadian currencies no longer 
obtains, there now consistently prevailing as between them a differ- 
ence in exchange value of from 10 to 15 per cent, as a result of which 
the said conference agreement provisions or action of the said car- 
riers, or any of them, may now be unjustly discriminatory or unfair 
as between carriers, shippers, exporters or ports, or between ex- 
porters from the United States and their foreign competitors, or detri- 
mental to commerce of the United States, and/or in violation of 

ing act; and ; wer 
” Gees, By the second paragraph of section 15 of the shipping 
act, 1916, the board is authorized to “disapprove, cancel, or modify 
any agreement or any modification or cancellation thereof, whether 
or not previously approved by it, that it finds to be unjustly dis- 
criminatory or unfair as between carriers, shippers, exporters, im- 
porters or ports, or between exporters from the United States and 
their foreign competitors, or to operate to the detriment of the com- 
merce of the United States, or to be in violation of this (shipping) 
act,” and by section 22 of the shipping act, 1916, the board is author- 
ized, upon its own en, Se ee any violation of said act, 
therefore, in the premises it is 

mons cocived, That in coder to ascertain whether the aforesaid con- 
ference agreements as approved should be to any extent disapproved, 
cancelled or modified, and whether the charging by any of the afore- 
said carriers individually of greater compensation on United States 
shipments than is charged on Canadian shipments is violative of 
sections 16 and/or 17 of the shipping act, 1916, which violations for 
the purpose of this proceeding are hereby alleged, there is hereby 
instituted a proceeding of investigation, in pursuance of which pro- 
ceeding the board’s bureau of regulation is directed to hold hearing, 
receive argument, procure service of subpoenas if and as necessary, 
and otherwise eon -y proceeding in consonance with the board’s 
rules of practice; and it is : 

Lontres further, That the carriers named in the appendix hereto 
are hereby made respondents and that the board’s secretary shall by 
registered mail forthwith serve true copy of this resolution upon 
each of said respondents. ‘“ 


ppendix 

The Transatlatic S. S. Co., Ltd., Union Steamship Company of 
New Zealand, Limited, Oceanic and Oriental Navigation Company, 
Canadian Australasian Line, Limited, The Oceanic Steamship Com- 
pany (Matson Navigation Company) (Members of Pacific Coast Aus- 
tralasian Tariff Bureau, Agreement No. 50). ’ ; 

American Mail Line, Ltd., Canadian Pacific Steamships, Limited, 
The Blue Funnel Line, Dollar Steamship Lines, Inc., Ltd., Pacific- 
Java-Bengal Line, Kerr Steamship Co., Inc., Klaveness Line, Nippon 
Yusen Kaisha, Oceanic and Oriental Navigation Company, Osaka 
Shosen Kaisha, States Steamship Company, Tacoma Oriental Steam- 
ship Company (Members of Pacific Westbound Conference, Agree- 


ment No. 57). 
"Keer i maiite Co., Inc., Pacific-Java-Bengal Line, Klaveness 


Line (Members of Pacific-Dutch East Indies Conference, Agreement 
No. 162). 

Dollar Steamship Lines, Inc., Ltd., Kerr Steamship Co., Inc., 
Klaveness Line, Pacific-Java-Bengal Line (Members of Pacific-Straits 
Conference, Agreement No. 143). 


OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


The berth grain market continued to do the biggest share 
of export business and only a few full cargo fixtures have been 
reported in the last few days. For the first time since the open- 
ing of the Montreal season, a change in rates was noted, with 
the concession of two ports, Antwerp or Rotterdam at the one- 
port rate, a small downward revision but indicating that an 
upward trend is not likely soon. This fixture was a British 
steamer to take 32,000 quarters from Montreal or Sorel to either 
or both ports at 8 cents for late May loading. Another full 
cargo fixture of interest was from the Atlantic Range to North 
Spain, 28,000 quarters on the basis of 914 cents for one, 10 cents 
a two and 10% cents if three ports of discharge for May 
oading. 

Among the fixtures of sugar cargoes was one from the Philip- 
Pines to U. S. North of Hatteras for May loading. It is under- 
Stood that, in the case of several fixtures in this trade recently, 
the ships have been routed around the Cape of Good Hope in 
order to save canal tolls and also because the long voyage keeps 
sugar from pressing on the market. 

A considerable number of West Indies time charters were 


made in the last week as well as one or two in the Canadian 
trade, but only one long voyage charter made its appearance. 
The coal trade remained in the doldrums and the only trip 
across charter was for a steamer of 2,443 net tons for delivery 
Hampton Roads, redelivery United Kingdom-Continent via Pro- 
greso at or about 50 cents, prompt. The tankers market con- 
tinued fairly active, particularly in the Black Sea trade. One 
motorship was taken for the California-Australia trade on the 
basis of 16s for June. 

The United States Lines have been admitted to membership 
in the North Atlantic French Conference to which the Baltimore 
Mail Line, also represented here by the Roosevelt Steamship Co., 
was recently admitted. 

The trans-Pacific carriers’ meeting in San Francisco as 
members of the Pacific Westbound Conference have concluded 
the longest series of rate meetings held by this group for sev- 
eral years. Having as an assignment the rehabilitation of the 
overland tariff, the delegates devoted their meetings to a 
thorough revision of the rates on commodities moving overland 
via Pacific ports to the far east. 

The Pacific lines have had no overland tariff for more 
than a year, but, with the Atlantic lines to the Orient making 
progress toward restoring remunerative rates in their business, 
the lines from the west coast can advance their charges cor- 
respondingly. 

The new rates are advances over those being quoted by 
the individual lines on current shipments, but are still much 
below what is accepted as the normal basis, generally speak- 
ing. The continued success of united action on rates from the 
North Atlantic to the far east will enable the Pacific lines to 
establish stable and profitable rates in their section. However, 
no attempt will be made to govern this trade by joint agree- 
ment between the Atlantic and Pacific lines for the present. 

Official dedication ceremonies for the opening of the Port 
of Albany to deep-sea commerce are to be held June 6 and 7 
under the supervision of the Albany Port District Commission, 
of which Peter G. Ten Eyck is chairman. Completion of the 
27-foot channel in the Hudson River from New York to Albany 
at a cost of $11,000,000 is to be celebrated, though the port has 
actually been open to ocean commerce for a considerable time 
and _ steamship lines have made Albany a regular port 
of call. 

While the channel was being completed, nearly 200 ocean 
vessels have arrived at the port. Direct trade has been set up 
with the Pacific Coast, Europe, Baltic ports, the West Indies, 
Gulf and South Atlantic ports and the Canadian Maritime 
provinces. 

A new deep water harbor and terminals have been con- 
structed at a cost of $10,000,000. The largest grain elevator in 
the world has been built by the Port District Commission and 
will be dedicated at the opening and go into service early in 
June. It has a capacity of 13,000,000 bushels and will receive 
grain for export to foreign countries via Buffalo and Oswego 
by rail and the New York State Barge Canal. 


FIRTEX WATER RATES 


The Shipping Board’s bureau of regulation will hold a hear- 
ing May 27 at Portland, Ore., in the United States Court House 
building, in Docket No. 73, Firtex Insulating Board Co. vs, Luck- 
enbach Steamship Co., Inc., involving rates on firtex from Port- 
land to the Atlantic coast. 


WATER CARRIER AGREEMENTS 


The Shipping Board has approved the following agreements 
filed with it under section 15 of the shipping act of 1916: 


1943—Bull Insular Line, Inc., with Furness Red Cross Line: 
Agreement covers through shipments of fish from St. Johns, New- 
foundland to direct ports of call of Bull Insular Line in Porto Rico, 
with transhipment at New York. Through rates are to be based on 
direct line rates. Cost of transfer and customs entry at New York 
is to be absorbed by Furness Red Cross Line. 

1944—The New York and Porto Rico Steamship Company with 
North German Lloyd: Agreement covers through billing arrangement 
for shipments of oranges, grapefruit and pineapples from Porto Rico 
to Bremen, with transhipment at New York. Transfer charges like- 
wise will be prorated between the carriers. 


Agreements Modified 


1801-1—Matson Navigation Company with Calmar Steamship Cor- 
poration and Shepard Steamship Company: Agreement modified pro- 
vides for inclusion of Calmar Steamship Corporation and Shepard 
Steamship Commpeay as participating intercoastal carriers in agree- 
ment between Matson Navigation Company and American-Hawalian 
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Steamship Company, Williams Steamship Corporation, Luckenbach 
Steamship Company, Luckenbach Gulf Steamship Company, Panama 
Pacific Line, McGormick Steamship Company, Nelson Steamship Com- 
pany, Arrow Line, Gulf Pacific Line, Quaker Line, Panama Mail 
Steamship Company and Dollar Steamship Lines, Inc., Ltd., which 
agreement covers through shipments from Atlantic and Gulf ports 
of call of the various intercoastal lines to the Hawaiian Islands, with 
transhipment at Los Angeles or San Francisco. 

1894-1—Quaker Line with Baltimore Mail Steamship Company: 
Modifies agreement providing for through shipments from Pacific 
Coast ports of call of the Quaker Line to ports of Havre, France, 
Hamburg and Bremen, Germany, and other ports of call, with tran- 
shipment at Baltimore, to include Norfolk as a port of transhipment. 

Agreement Cancelled 

1786-C—Gulf Pacific Line with Dixie-U. K. Line and Dixie-Medi- 
terranean Line: Cancels agreement approved by the Board January 
20, 1932, covering through shipments of canned goods and dried fruit 
from Pacific Coast loading ports of Gulf Pacific Line to United King- 
dom ports of discharge of Dixie-U. K. Line and to Italian ports of 
discharge of Dixie-Mediterranean Line named in the agreement, with 
transhipment at New Orleans. Cancellation of this agreement is 
because of no movement thereunder of the commodities named. 


SHIPMENTS TO PANAMA 


An official of the Panama government has stated that the 
port of Cristobal, Canal Zone, may now be used as previously 
for “hold for orders” shipments, if all consignments are ac- 
companied by a Panaman consular invoice, according to a 
radiogram to the Department of Commerce from Assistant Trade 
Commissioner Cyril A. Crilley, Panama. 

Double import duties and consular fees will therefore not 
be assessed on these goods when entering the Republic of 
Panama, as had been provided by an executive decree which 
was to become effective on May 15, 1932. 


OCEAN MAIL CONTRACTS 


Senator McKellar, of Tennessee, has had published in the 
appendix of the Congressional Record of May 12 a “compila- 
tion by John Nicolson showing instances where competition was 
impossible under the specifications of the Post Office Depart- 
ment in the award of ocean mail contracts.” 

In an explanation of the compilation it was stated that the 
monopoly in bidding resulted primarily from the certifications 
made by the Shipping Board relative to the kind, size, and 
speed of vessels “required” for the postal route involved, and 
that the exclusion of all bids other than the preferred line was 
perfected by two limitations imposed by the Postmaster Gen- 
eral, viz.: (a) The short time allowed within which to present 
a bid and (b) the very early date by which the operation of 
the service was required to commence. 


CLAIMS AGAINST SHIPPING BOARD 


The House has passed H. R. 7238, to amend section 5 of 
the suits in admiralty act, in order to permit certain suits to 
be brought against the Shipping Board Fleet Corporation on 
claims for personal injury to seamen and claims for loss or 
damage to cargo. (See Traffic World, April 16, p. 830.) 


BOARD SELLS SHIPS 


The Shipping Board has authorized the Merchant Fleet 
Corporation to accept the offer of the Merchants & Miners 
Transportation Co. to purchase the S.S. Lake Glasco for $30,000 
cash, for operation in the company’s coastwise service. The 
Lake Glasco is an oil-burning lake-type vessel, 4,155 deadweight 
tons, equipped with one triple expansion engine and two Scotch 
boilers. The purchaser will recondition the vessel, making 
necessary alterations to adapt it to the coastwise trade. 

The board also has authorized the Merchant Fleet Corpora- 
tion to accept the offer of The Texas Co. to purchase the S.S. 
West Lake for $15,000 cash, “as is, where is,’ the vessel to 
be used as a stationary oil storage plant, all machinery and 
equipment not essential to the storage plant to be completely 
scrapped. The West Lake is an oil burning vessel of 8,548 
deadweight tons, equipped with General Electric turbines and 
gears, and three Scotch boilers. It was built in 1918 and has 
been in lay-up since March, 1927. 


CAR-HANDLING CRANE 


A contract for a 125 ton car-handling crane, for the terminus 
in Hoboken of Seatrain Lines, Inc., has been awarded. This 
traveling crane will load freight cars on the two ocean-going 
steamers now building for Seatrain Lines, which are scheduled 
to begin the freight service between Havana and New York 
next fall. The crane, of the 8 wheel bridge type, has a span 
of 68 feet, a clear height underneath of 70 feet, and a speed of 
60 feet a minute. 


AMERICAN SHIPPING 


“The latest available information as to the status of Amer- 
ican shipping services and conditions of world shipping in rela- 
tion to the merchant marine are presented comprehensively in 
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a report just issued by the transportation and communicatig, 
department of the national chamber,” says a statement issu 
by the Chamber of Commerce of the United States. “The repo 
is designed to provide a groundwork of facts for commerci| 
and trade organizations in their efforts to support and encourag 
the development of the American merchant marine.” 

The report shows that approximately 30 per cent of the 
overseas travel to and from the United States is in Americay 
vessels, and that for the last ten years the percentage of value 
of foreign commerce in the trade with the United States, eq). 
ried in American vessels, has remained about 35 per cent. 


OVERSEAS SHIPPING PROBLEMS 


(By Roger D. Lapham, American-Hawaiian Steamship 
Company, at U. S. Chamber of Commerce round table discussioy 
of shipping problems, at San Francisco this week.) 

While the interest of the company I represent lies largely 
in the intercoastal trade, that trade, after all, is primarily 
domestic one whose problems, therefore, are up to American 
owners and shippers to solve. 

Admittedly, our export and import trade is suffering today 
from lack of volume. We do not have to quote many figures 
to prove this. We know that the total value of our imports 
and exports declined from $9,640,358,000 in 1929 to $4,513,561,009 
in 1931. These figures are for the fiscal year ending June 30, 
and it is pretty certain that the fiscal year ending June 30, 
1932, will show an even greater decline than the year previous, 

I do not pretend to be an expert in world economies, but 
it seems perfectly obvious to me that the American shipowner 
in foreign trade cannot expect to secure full cargoes for his 
ship unless it is made more possible for the American exporter 
to send his goods abroad, and more possible for the exporter 
abroad to sell his goods here. 

In your docket, you ask what should be the replacement 
program of American ships to keep our service abreast of 
world progress, and, again, how the extension of direct Amer- 
ican flag services to the trade regions of the world affects our 
commerce. 
as these when, under existing circumstances, size, newness and 
speed of vessels, or frequency of sailings, mean little or nothing 
in the general picture. 

Ocean freight rates are low enough; yet low as they are, 
it is the lack of volume that hurts most. Some shipping lines 
in foreign trade whose ships were purchased from the Shipping 
Board and are being operated by private owners with mail con- 
tracts awarded under the shipping act of 1928, are now losing 
money; and, remember, this is with mail pay. Some of these 
lines which have constructed new ships and borrowed three 
fourths of the construction cost from the Shipping Board at ex- 
tremely low rates of interest, are being hard put to meet the 
interest requirements, let alone the payment of maturities. 

I have no wish to offend or discomfit the American ship- 
builder. The country needs him, and it is too bad that Con- 
gress has seen fit, during the last ten years, to develop and 
use their costly navy yards at the expense of the private ship- 
builder. Yet the fact remains that the last thing the American 
shipowner in foreign trade wants today is new ships. While 
new and fast ships have many traffic advantages, the truth of 
the matter is that it is the cheap and slow ones that fix the 
freight rates, so the margin of loss for a new ship under today’s 
conditions is much greater than it is for the older and cheaper 
vessels, 

All this is leading up to what can be done to stimulate and 
revive our Overseas trade. 

It seems to me that the United States during the years 
since the war has deliberately, although perhaps unwittingly, 
fostered the development of the situation we are now facing. 
We loaned our allies moneys to finish the war, and for a year 
or so afterwards furnished supplies and foodstuffs not only to 
them but also to the beaten nations. These supplies and food- 
stuffs were furnished at going prices, which Heaven knows were 
high enough, and instead of cash we took promises to pay. That 
was all we could take if we wanted to sell our goods. 

England and other debtor nations which have usually bought 
from us more than they sold us have been to a large extent 
dependent on shipping to help meet their trade balances. Yet 
in the American merchant marine act of 1920 we declared one 
of the purposes of the act to be to develop a merchant marine 
sufficient to carry the greater portion of our commerce. I em- 
phasize “greater” because it seems to me that the use of that 
word was an unnecessary irritant—particularly when coming 
from a country like the United States that has sold more than 
it bought, and that, under such conditions, should expect the 
buyer to control routing more than the seller. If it is our policy 
to carry the greater portion of our foreign trade, then surely 
England, France, Germany, Holland, Italy, Japan, and any other 
nation, has just as much reason, and more, to lay down a similar 
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shipping policy. As a matter of fact, we have not carried the 
greater portion of our foreign trade. In 1930, what we carried 
amounted to only 29.31 per cent of trade in value, and 37.37 
er cent of trade in volume. Yet, if there was any one thing 
that helped to demoralize shipping in the post-war period, it was 
the creation of an unnecessarily large American government- 
owned merchant marine. Few people realize that from the time 
the war ended or, say, from about January, 1919, to June, 1922, 
over 1,200 ships of more than 7,000,000 dead weight tons were 
jaid down and completed by the U. S. Shipping Board. In other 
words, instead of cutting off at the close of the war and resting 
on our laurels, we went merrily on our way building more 
ships—thus helping to make the plight of all private shipowners 
much worse. 

Then, in addition to all our loans for war and restoration 
purposes, we have proceeded to build up tariff barriers, making 
it that much harder for the world to sell to us, and seemingly 
unaware that other nations were just as free and as able to slap 
us as we were to slap them. Even in the tax bill now pending 
we are considering increasing duties on four commodities which 
move in large volume. On top of all this most of our legislators 
and newspapers are demanding payment by our debtors in full 
and at the same time loudly complaining about retaliatory tariff 
acts which other nations have effected. 

Let us face the facts squarely and speak out. The business 
world has been soft-pedaling on truth, and it is my humble 
opinion that we are not going to get anywhere until business 
leaders the world over are ready to face, speak and act the truth. 

If the world can’t pay in full what she owes us—and, as 
business men, we know she can’t—then let us make a settle- 
ment, and a fixed settlement, and a prompt one, on a basis on 
which the world can pay, and at the same time endeavor to 
secure such agreements on reductions in armaments or what-not 
as may make for world peace. Then, and besides that, let’s start 
knocking our tariff barriers down instead of raising them. Lots 
can be accomplished by mutual agreement as between individual 
nations. 

I am not advocating the elimination of all tariffs. But I do 
maintain that, unless and until we show a desire to make it 
easier for the world to trade with us, there will not be any 
revival in world trading; and, of course, from the standpoint of 
the American shipowner in foreign trade a world movement of 
goods is essential. 

Business is selfish, to be sure. However, there are varying 
degrees of selfishness. It is one thing to develop a business, 
or to trade, with the sole idea of selling out quickly at a profit— 
and we have seen where that speculative element has led us. 
It is quite another thing to build up a business on the basis and 
in the hope that it will last and can be passed down to the next 
generation and succeeding generations, so that not only those 
who own the business but those to whom it gives a livelihood 
can depend upon a reasonable and steady income. 

If we are to get anywhere in the business of foreign trade 
we must build for the future—not for the immediate present. 
When that is recognized and the American business man is 
willing to stand publicly on that policy—and to support legis- 
lators who will put the good of the whole country ahead of the 
good of the locality—then, and not until then, can we expect a 
real revival in international trade. 

This may seem like too much idealism, but, surely, what 
the business world needs today more than it ever has is at least 
a touch of idealism. 


SALE OF U. 8S. BARGE LINES 


Secretary of War Hurley May 19 discussed newspaper re- 
ports that transfer of the government barge lines to private 
interests was being urged on the War Department and that the 
matter had reached the stage where the Commission was making 
an appraisal of the barge line equipment. It was further stated 
in the press reports that sale of the barge lines was being con- 
sidered as a part of the administration’s economy program. 


Mr. Hurley said he had not seen the reports referred to 
but that the facts were that no offer had been made for the 
barge lines and that there was no prospect of sale at this time. 

Some time ago, explained the secretary, there was talk that 
an offer might be made by private interests for acquisition of 
the lines. In order to be prepared to discuss the matter if an 
offer were made, he said he wrote a letter to the Commission 
asking it to make an appraisal of the lines as provided by the 
Denison barge line act. The Commission is now engaged in 
making that appraisal. 


Secretary Hurley emphasized the view that the government, 
under the Denison act, was in the barge business for experi- 
mental purposes and that when the requirements of the act had 
been met the government would get out of the business. He 
also pointed out that the conditions set forth in the act with 
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respect to sale or lease of the lines had to be met before the 
lines could be transferred to private operation. 

With reference to the report that transfer of the lines to 
private operation was being considered as an economy measure, 
the secretary said he knew nothing of that. In reply to a ques- 
tion as to how transfer of the lines would figure in the economy 
picture in view of the fact that the lines were taking in more 
than they were spending and that no appropriation was being 
asked for the lines, Mr. Hurley said that the only way disposal 
of the lines at this time would link up with the economy meas- 
ures of the government would be that the money that would be 
obtained for the lines, if they were sold, could be used to meet 
governmental expenses. 


BARGE LINE ABANDONMENT 


(Railroad Data) 


Growing opposition to government in business is evidenced 
by the organization at Centralia, Illinois, of the Inland Trans- 
portation Protective Association for the express purpose of 
demanding that the United States Government discontinue the 
operation of barge lines on the inland waterways in competi- 
tion with private enterprise. 

This is the second organization of citizens recently formed 
in Illinois to oppose government barge operations on the rivers, 
the previous organization being the National Inland Shippers’ 
Association, which was organized in Springfield, Decatur and 
Bloomington, Illinois, in December. 

Citing figures to show that the federal government has 
spent more than $475,000,000 of taxpayers’ money to improve 
the Mississippi and Ohio river systems, and $24,000,000 more 
for barges and towboats while telling the taxpayers that river 
transportation is cheaper than rail transportation, John W. 
Stedelin, president of the new association and chairman of the 
transportation committee of the Centralia Chamber of Com- 
merce, declared that there is no evidence to prove that river 
transportation is actually cheaper than rail transportation. 

“The rivers have been improved by the government, and 
the government is spending millions of dollars a year to keep 
them navigable,” he said. “By reason of these huge govern- 
ment expenditures the barge line rates are kept 20 per cent be- 
low rail rates. If the government would purchase from the 
railway companies their rights-of-way, rails and stations, and 
would assume the expense of maintaining them and would then 
permit the railroads to operate their trains on these roads with- 
out charge, it would be doing for the railroads what it is now 
doing for the barges; it would be placing railroads and barges 
on a par. 

“This is not a railroad fight; it is a fight of the people,” he 
declared, adding: “When railway tonnage is reduced because 
of competition, rates must be advanced to meet the costs of 
operation. Inland communities depend almost wholly upon rail 
transportation twelve months of the year, and all river towns 
north of Cairo depend on railroads about six months of the 
year, because winter makes river navigation impossible.” 


MARGINAL TRACK DELIVERY 


Acceptance of shipments of lumber (hardwood) in box cars 
on marginal tracks at the ship’s berth has been adopted as a 
policy of the intercoastal lines operating between New Orleans 
and the Pacific Coast, following similar action by the Gulf-United 
Kingdom and Gulf-French Atlantic-Hamburg Range conference 
steamship lines. The custom heretofore has been for these lines 
to accept transit shed delivery on hardwoods. The revised prac- 
tice will effect a saving to shippers in that unloading into shed 
has been at their expense, whereas the steamship acceptance 
of the lumber in box cars on marginal track eliminates handling. 
In the past, marginal track acceptance in box cars has prevailed 
only at Mobile and other out-ports. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved allotments of $30,000 
for m&aintenance dredging, Gulfport Harbor and Ship Island 
Pass, Miss., and of $52,000 for maintenance dredging, Cold 
Spring Inlet, N. J., to restore channel to full project depth of 
25 feet at mean low water. 


BARGE-RAIL RATES 


In Ex Parte 102, the American Barge Line Co. has petitioned 
the Commission to establish through joint barge-rail and rail- 
barge rates between ports on the Ohio River and points in 
groups 4, 5 and 6, as described in the original application, via 
Memphis, Tenn., and New Orleans, La., under the peremptory 
power conveyed by the Denison barge line act so that the rates 
can be made effective at the earliest possible date. Petitioner 
said it had been informed by the Southwestern Freight Bureau 
that only such rates as were specifically ordered by the Com- 
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mission would be established and that therefore it was invoking 
the Denison act, as this situation was precisely one which that 
act was intended to relieve. It said further that the through 
rates sought were to be based on the through all-rail rates, less 
a differential of 20 per cent of the corresponding all-rail rate 
between the ports via which the rates apply for account of the 
American Barge Line Co. 


RAILROAD TRUCK SERVICE 


The Southern Pacific, which owns a one-third interest in 
the Greyhound Motor Bus Lines, has largely increased its 
motor truck store-door deliveries and pick-up of less-than-car- 
load lot freight service as a result of its reduction of 10 to 40 
per cent in its rates for this traffic, effective May 8, according 
to W. C. Barnes, of El Paso, general freight agent for the 
New Mexico district. This auxiliary freight service will be 
extended to embrace all parts of the system and it is expected 
that it will, in large measure, do away with motor truck compe- 
tition. As evidence of the extensive operation of the railroad’s 
store-door and pick-up service it is now in effect at 765 stations, 
Mr. Barnes pointed out. 


WATER AND HIGHWAY TRANSPORT REGULATION 


Unless the government regulates water and highway trans- 
portation as it now regulates the railroads, the result will be 
the crushing of small industry, E. G. Buckland, chairman of the 
board of the New York, New Haven and Hartford and presi- 
dent of the Railroad Credit Corporation, declared in an address 
before the convention of the National Association of Savings 
Banks in New York May 18. 

Mr. Buckland reviewed the series of events which led to 
the regulation of railroad rates, and continued: 

“Those who are clamoring for unrestricted regulation of 
highway and water transportation ignore or have forgotten these 
evils, which were the moving causes of rail regulation. They 
exist today in a menacing degree. The shipper who can offer 
for water transportation a shipload or for highway trans- 
portation 100 truckloads per day not only can receive but is 
receiving a lower rate than the shipper who can offer a less 
quantity. Unregulated transportation by water or highway 
means a return to the bad old days of discrimination, rebates 
and secret rates, and the gradual crushing of the smaller in-. 
dustries, 

“The rail carriers only ask for a fair field and no favor. 
If the American people are to reverse their policy and remove 
all transportation from regulation the railroads may not com- 
plain, however unwise such a reversal of policy might be. I 
think it would be a calamity to return to those days. The 
alternative is to extend to highway and water carriers the same 
degree of regulation which experience has proved essential to 
the continued orderly development of the nation.” 


MENACE OF THE TRUCKS 


Railroads are justified in asking for such regulation of 
trucks as will equalize competitive conditions between trans- 
portation agencies because, due to the lack of such regulation, 
“the existing transportation system of the country is bordering 
on chaos and is tending to an ultimate breakdown,” asserted 
BH. S. Jouett, vice-president and general counsel, Louisville & 
Nashville, before the fifteenth annual convention of the National 
Retail Coal Merchants’ Association at Louisville, Ky., May 21. 
The threatened breakdown would be disastrous for the public 
as for the railroads, he insisted. Motor transport was so new 
and had developed so rapidly, he held, that the public generally 
was not awake to what it involved, and did not understand the 
relative advantages given to it, as contrasted with the conditions 
under which railroads must operate. 

“The trucks, operated as they are under grossly unfair com- 
petitive conditions, are the most serious factor in the threatened 
debacle of the railroads, with all the woes to the public which 
would follow in the wake of such a catastrophe,” he said. But 
for the loss of traffic the railroads were suffering as a result of 
truck competition, he said, the railroads would have no difficulty 
in weathering the present depression. However, under existing 
conditions, he went on, they naturally and necessarily were los- 
ing an ever-increasing proportion of the country’s freight traffic. 
“It is difficult to ascertain how great is this loss, since there are 
no reports or records of value from which the volume or char- 
acter of the truck traffic can definitely be ascertained; but there 
is ample evidence that this loss of traffic to the trucks is already 
enormous, though the trucking industry of consequence, only 
about ten years old, is just in its infancy,” he explained. 

A recent survey made at Louisville showed that more than 
100,000 carloads of freight were moving in and out of the city 
by truck annually, he said, and it was believed that the same 
relative situation existed throughout the country. 
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If the threatened destruction of the railroads was not 
averted, either government ownership and operation of the rajj. 
roads would follow or the railroads would continue in a crippled, 
inefficient condition because of greatly curtailed traffic, with the 
consequence of high rates on the remaining traffic and many 
other public evils, he said. 


GRAIN BY TRUCK IN TEXAS 


Adoption by the larger Texas grain dealers of trucks for 
the transportation of their products is doing great injury to the 
small grainmen, according to A. P. Houston, of Plano, who 
addressed the recent convention of the Texas Grain Dealers’ 
Association at Ft. Worth. Some members of the association 
operate their own trucks, but most of the hauling is done by 
common carrier or contract trucks, it was stated. It was sug. 
gested that the railroads could regain this traffic by lowering 
their short haul rates. 

“The truck business is cutting the throats of the small 
grain dealer near the cities and at the ends of the line,” Mr. 
Houston said. “Truckers are buying oats in my section at 
around 25 cents a bushel, direct from the farmer, and are haul- 
ing them to the Rio Grande Valley, 500 miles, to trade the 
grain direct to the farmers for potatoes, bushel for bushel. 
They can sell their potatoes for from 40 cents to 45 cents a 
bushel. That leaves grain dealers entirely out of the picture.” 

He said he was dealing with motor truck operators, that 
he had to do so in self-defence, and that he was buying grain 





RUBBER-TIRED RAIL CAR 








The first pneumatic-tired rail car to be built in this country 
was christened “The Lafayette,” on its delivery to its owners 
for operation on the French National Railways this week. The 
car is made of stainless steel throughout, a “shot” welding proc- 
ess used in its construction giving exceptional strength and 
durability, according to the manufacturers. As shown in the 
illustration, it is stream-lined. The rubber-tired wheels are hid- 
den beneath protective coverings which may be easily raised. 
The car will accommodate thirty passengers and weighs only 
11,000 pounds. Exceptionally low operating cost is among the 
virtues claimed for it. 

A car of similar type has been sold to the Reading Railroad, 
and a double unit, pneumatic-tired, stainless steel car has been 
ordered by the Pennsylvania. Negotiations with other railroads 
are said to be in progress, with the prospect that pneumatic- 
tired rail cars will soon be more or less familiar to the average 
American, perhaps returning non-profitable branch lines and 
local rail services to the money-making class. 

The two units to be constructed for the Pennsylvania will 
consist of a motor car and trailer, with a passenger capacity 
of 76 persons. The motor car proper will contain baggage and 
smoking compartments and may be operated from either end. 

The car is so designed that it comprises a complete unit 
with its trailer, the forward end of the car being sloped to pro- 
vide stream-line features entirely new to railroad equipment in 
America. The rear end of the trailer will also be stream-lined 
to carry out an identical design for both ends of the two-unit car. 

The new car will be powered by a 170 h.p. engine and the 
two units will weight 50,000 pounds. The average 88-passenger 
steel railway car weights 130,000 pounds. 
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bags for from $3 to $5 a thousand cheaper than he could other- 
wise. These bags are hauled direct from Houston by truck. 

“I think it is unjust and not right toward the public to 
allow the operation of trucks over the public highways on a 
mere minimum charge asked of the truckers,” he declared, “and 
I don’t think we can justly go into the truck business.” 

J. M. Beasley of Amarillo said that the railroads had both 
the Interstate Commerce Commission and the state commis- 
sion telling them how much to charge, and, on the other hand, 
they had the organized labor unions telling them how much 
to pay their employes. 

“Furthermore, they are told how much taxes they must 
pay, and they pay plenty—more, perhaps, than any other insti- 
tutions into our various counties,” Mr. Beasley declared. “We 
can’t keep the railroads in business until we tax the truck on 
an equal basis with the rail lines.” 


TAX ON MOTORS 


The National Association of Motor Bus Operators says that 
the new special taxes that the pending federal revenue bill 
would levy on motor vehicles, parts and accessories, together 
with the proposed taxes on lubricating oil and crude rubber, 
will, if passed, materially retard further expansion and develop- 
ment of motor bus transportation, particularly in intercity 
service. 

Asserting that the motor bus industry has fairly well weath- 
ered the storm of depression of the last two years, the associa- 
tion says that the industry is now confronted with new and more 
serious problems that, in effect, are a challenge to continued 
operation of many lines. These are increased taxes and depleted 
earning power. Every class of bus operation, according to the 
bus association, is affected, whether urban, intercity, or cross 
country. All are face to face with higher taxes, which in almost 
every caSe must be passed on to patrons either in the shape of 
higher fares or in lessened service, it adds. 

“The proposed federal excise taxes of 4 per cent on new 
vehicles, of 2 per cent on repair parts and accessories, of 4 cents 
per gallon on lubricating oil, of 5 cents per pound on crude 
rubber, are all direct charges that will materially and substan- 
tially affect the cost of bus service,” says the association. ““What 
is more serious, they are special taxes levied in addition to those 
assessed on all forms of transportation. In reality they will 
act to increase the cost of bus service by nearly $5,000,000, which 
is equivalent to taking almost 2 per cent more of their total 
earning power on top of the present 7 per cent for special taxes. 
This does not take into consideration other proposed taxes that 
affect the conduct of all forms of business, nor of the higher 
corporation income taxes.” 


EQUALIZATION OF REGULATION 
Editor The Traffic World: 


May I be permitted to add a word of information on the 
railroad vs. truck discussion? And this is not theory, but from 
observation, since the incipiency of the use of trucks for freight 
which started during the war, about 15 years ago, and I have 
been shipping freight for 25 years. 

The decisive vote has not been cast by the railroads, the 
county commissioners, the state P. U. C., the shipper, the com- 
peting truck lines, or the I. C. C., but the consignee. It seems 
to be the viewpoint of the practical minded consignee that what 
is needed is not more regulation of the trucks but less regula- 
tion of the railroads. And we are unbiased, because we do, 
as shippers and sellers of merchandise, what is necessary to 
do to please the customer. 

The Morey Mercantile Co., 
R. Flickinger, Traffic Manager. 
Denver, Colo., May 14, 1932. 


HEAVIER LOADING OF CARS 
Editor, The Traffic World: 


The writer has read with considerable interest and amuse- 
ment the exchange of ideas and comments by Messrs. Chandler, 
of the Merchants’ Association, New York, and the car service 
division of the A. R. A., with regard to “heavier loading of cars” 
—also the comment of Mr. Payson in The Traffic World of May 7. 

We are very much inclined to agree with Mr. Chandler’s 
comment, for we make a nation-wide distribution of carload 
freight. Most of our carload minimums are based on 50,000 
pounds. Since the war, the carriers have been constantly 
constructing bigger and better cars so that, in many cases today, 
where we order a car for a 50,000-pound shipment, we are apt 
to receive a car whose load limit is as much as 160,000 pounds. 
We count ourselves fortunate in receiving orders sufficiently 
large to make up a carload minimum. Therefore, you can well 
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imagine our reaction to any activities by the A. R. A. asking us, 
as shippers, to load cars to capacity. 

Undoubtedly, there are certain isolated instances such as 
Mr. Taylor quotes in his letter of April 28 to Mr. Chandler, but 
we are rather inclined to believe that such instances are the 
exception rather than the rule. 

Undoubtedly, the intentions of the car service division are 
to cut down for the carriers the cost of transportation, but, in 
light of carriers’ present condition, we believe the money spent 
in supporting inspection bureaus, car service divisions, etc., 
could be put to much better use in meeting motor truck and 
other types of competition and in preserving railroad service 
to the public in general. 

We agree with Mr. Payson that the railroads are unwilling 
to help save themselves today, and we could quote many illus- 
trations such as he has. Just today we learn that one of our 
local carriers is making a 20 per cent cut in personnel in all 
departments over its entire system, yet this same carrier is still 
supporting activities of A. R. A., inspection bureaus, classifica- 
tion committees, etc. 

Apropos of nothing—we believe the solution lies in some sort 
of moratorium on classification rules, regulations, etc. In other 
words, the carriers themselves should let down the bars and 
influence the return to the rails of the commerce of the nation. 

E. J. Lavino & Company, 
Franklin G. Ibach, G. T. M. 
Philadelphia, Pa., May 138, 1932. 


SIX-HOUR DAY INVESTIGATION 


The Trafic World Washington Bureau 


A great mass of statistical data is being put in the record 
by the railroads in Ex Parte No. 106, the Commission’s six-hour 
day investigation, in support of their contention that applica- 
tion of the six-hour day principle to railroad operations would 
greatly increase their expenses. Because of the characteristics 
of many branches of railroad service, application of the six- 
hour day principle, according to railroad witnesses, would re- 
sult in substantial overtime wage payments and increase the 
personnel. 

C. D. Mackay, assistant to the vice-president of the South- 
ern Railway, said a six-hour day could be applied so far as 
service and operations were concerned if cost were disregarded, 
but that the increase in cost probably would bankrupt the 
railroads. He did not think that men would work more under 
a six-hour than under an eight-hour arrangement. He empha- 
sized that overtime payments would be substantial if the six- 
hour day principle were applied to many branches of railroad 
work. He also pointed out that difficulty would be confronted in 
applying a six-hour day at stations in states requiring stations 
be kept open eight hours. Based on studies made on the 
Southern, N. & W., L. & N., and other roads in the south, Mr. 
Mackay said application of the six-hour day would increase 
the wage bill of the railroads in that section of the country 
from 24 to 27 per cent for clerical employes and allied groups 
while for station forces it would mean an increase of 32 per 
cent. 


John F. Henry, superintendent of the Long Island Railroad, 
testified as to increased wages that would have to be paid 
engineers if the six-hour day basis were applied. A yard 
engineer, he said, now receiving $7.57 a day would be paid 
$11.35 for the same work. An engineer on a local freight train 
now getting $8.65 for ten hours’ work would get $12.97 for the 
same work, he said. 

E. J. McClees, secretary of the Bureau of Information of 
the eastern railways, testified as to the extent of overtime that 
would result under a six-hour day. Under the eight-hour day 
as now in effect, he said, overtime accrued on approximately 
41 per cent of the service rendered by the railroads in the 
eastern region but that under a six-hour day, overtime would 
accrue on about 65 per cent of the service and that there would 
be an increase of slightly over 24 per cent in the wage bill of 
the carriers. 

L. L. Morton, assistant general manager of the Louisville 
& Nashville, testified that a six-hour day would increase the 
wage bill of the southern railways 25 per cent for maintenance 
of way and structures work. His estimate, he said, was based 
on a study made on the principal railroads in the south. 

Other witnesses included J. A. Jones, general superintendent 
of telegraph and telephone communication of the Southern Rail- 
way; C. B. Hitch, general master mechanic of the Chesapeake 
& Ohio Railway; L. C. Spangler, division superintendent, Chesa- 
peake & Ohio, W. C. Kirby, supervisor of yards and terminals 
of the Seaboard Air Line, and F. R. Gerard, superintendent of 
the Philadelphia division of the Pennsylvania. 

Expenses of the western railroads would be increased by 
more than $270,000,000 per annum if a basic six-hour day was 
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to be applied to their employes, according to J. Carter Fort, 
counsel for the western lines. 

“The effect ef the basic six-hour day,” said Mr. Fort, in an 
opening statement on behalf of the railroads in the western 
region, “upon railway service to the public is one of the gravest 
and most far reaching questions presented to the Interstate 
Commerce Commission by the congressional resolution. 

“While it is obvious that operation and service would not 
be affected if cost could be ignored, it is equally obvious that 
cost can not be ignored. Our studies indicate that the basic 
six-hour day would increase the expenses of the western rail- 
roads more than $270,000,000 annually, on the basis of the 
1930 figures. 

“What effect would this added burden have upon service? 
If these carriers are to become or remain impoverished, it is 
inevitable that inferior and inadequate service to the public will 
result. Whatever threatens the ability of the railroads to serve 
the public, also threatens their ability to afford a living for 
those engaged in the railroad industry.” 

G. J. Bunting, vice-president accounting, of the Illinois Cen- 
tral Railroad, the first witness for the western lines, submitted 
detailed figures to show that the application of a six-hour day 
would cost the railroads in that part of the country, on the basis 
of 1930 figures, more than $270,000,000, an increase of 26 per cent. 
He was followed by C. D. Peckenpaugh, general superintendent 
of the Chicago, Burlington & Quincy Railroad, who explained 
in detail the results of the application of the six-hour day to 
telegraph dispatchers and certain other particular classes of 
employes. 

The southern railroads completed the presentation of their 
testimony, the witnesses being C. P. Neill, manager of the 
Bureau of Information of the southeastern railroads, and F. W. 
Brown, director of transportation of the Atlantic Coast Line 
Railroad. 

Mr. Neill submitted studies based on a comparison between 
the present eight-hour day and the proposed six-hour day, which 
showed that the application of the shorter day would cost the 
railroads of the south approximately $90,000,000 a year. Appli- 
cation of a six-hour day, he testified, would result in an increase 
of nearly twenty per cent in the amount of overtime for which 
road, train, and engine service employes would have to be paid. 
He told the Commission that locomotive engineers on some of 
the railroads in the south were already on a four-hour day basis, 
while others, he said, were on a five-hour basis. 

Mr. Brown testified that there would be less latitude to 
absorb lost motion through the application of increased efficiency 
methods now should a six-hour day be substituted for eight 
hours, than there was when the Adamson act establishing an 
eight-hour day went into effect. He said due to large capital 
expenditures which had been made the last ten years, improved 
operating methods and many other factors, the railroads had 
made great strides in the matter of efficiency. 


“Railroad service,” he said, “is very nearly as good now as 
it can be made unless there should be a revolution in the con- 
struction of motive power.” 

Mr. Brown said that trains loaded with perishable fruits and 
vegetables consigned to northern markets from the south were 
being moved over the Atlantic Coast Line from the southern 
tip of Florida to New York City at an average rate of speed 
of about 27 miles an hour, for the entire distance, which in- 
cludes stops at terminal points. 

“You can’t improve this service very much,” said he. 


Application of a six-hour day to railway employes would 
have a serious effect on the financial status of the railroads, Dr. 
J. H. Parmalee, director of the Bureau of Railway Economics, 
testified before the Commission. 

Tabulation of studies made by the railroads in the eastern, 
southern and western regions as to the effect of a six-hour day, 
if substituted for the present eight-hour basis, would increase 
the wage bill of the railroads by 25.83 per cent, Dr. Parmalee 
said. On the basis of 1930 this would have meant an increase 
in the payroll of $669,153,000. Excluding the large switching and 
terminal companies, the increase chargeable to operating ex- 
penses would have been $611,291,000, he said. 

“The financial effect,” said he, “of a six-hour day during 
the five-year period from 1927 to 1931, inclusive, would have 
been a reduction in net railway operating income ranging from 
a minimum of 55.2 per cent in 1929 to a maximum of 95.5 per 
cent in 1931. In three of the five years, 1927, 1930, 1931—net 
income after fixed charges would have been turned into a net 
deficit, and the percentage of decline in net income would have 
ranged from a minimum of 77.0 per cent in 1929 to a maximum 
of 355.7 per cent in 1931. 

“Had the six-hour day been in effect in 1930 there would 
have been a deficit of $87,384,000 in the amount of net income, 
which is the amount left after fixed charges had been paid. For 
the year 1931 application of a six-hour day would have resulted 
in the net railway operating income being reduced to less than 
$25,000,000 and would have left the railways with more than 
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$360,000,000 of net deficit after fixed charges had been paid, 

“In 1929, the best year of the five, the application of th. 
six-hour day would have reduced the net railway operating ip. 
come by $691,000,000, or 55.2 per cent, while net income afte 
fixed charges would have declined by 77 per cent, to $206,000,009, 

“The year 1928 was the second best of the five. In that 
year the application of the six-hour day would have reduced ne 
railway operating income by $679,000,000, or 57.9 per cent. Ne 
income after fixed charges would have declined by 86.3 per cent 
to $107,000,000. 

“The third best year of the five was 1927. Net railway oper. 
ating income under the application of the six-hour day in that 
year, according to the exhibit, would have declined by $695. 
000,000, or 65.1 per cent, while the net income after fixed charges 
would have been wiped out and replaced by a net deficit of 
$22,000,000.” 

Dr. Parmalee testified that operating revenue of the Class] 
railroads in the first quarter of 1932 declined $246,342,000, or 
22.8 per cent compared with the same period in 1931. 

“Although the operating expenses of the quarter,” he added, 
“were reduced 22.7 per cent, such reduction was not sufficient 
to retard the continuing decline in net income. The net railway 
operating income for the first quarter of 1932 amounted to 
$66,028,000, which was a decline of $42,505,000, or 39.2 per cent, 
under the corresponding quarter of 1931.” 

Salaries and wages in 1931, he said, absorbed out of each 
dollar of operating revenues 46.4 cents, the highest for any year 
in the past ten. On the other hand, he said, net railway oper- 
ating income in 1931 was relatively the smallest for any of the 
ten years. 

Other carrier witnesses were L. H. Bond, engineer of main- 
tenance of way of the Illinois Central; L. H. Worman, vice. 
president of operations of the Frisco; A. J. Hancock, assistant 
to the vice-president of the Southern Pacific, Pacific system, and 
F. W. Grace, vice-president and general manager of the Missourj- 
Kansas-Texas. 

Mr. Grace submitted a statistical study showing that the 
western railroads in 1916, before the Adamson eight-hour act 
was passed, paid in wages to train crews approximately $153. 
000,000; that the total of these wages in 1917 had increased 22 
per cent, and that in 1930 the total was 72 per cent more than 
in 1916. On the six-hour day basis, according to the study, these 
Wage payments would show an increase of 115 per cent as com- 
pared with 1916. It was also shown that in the period 1916 to 
1930 there had been a decrease in net ton miles of freight of 
thirty-eight hundredths of one per cent. 

J. H. Huntt, for the American Short Line Railroad Associa- 
tion, submitted the results of returns from 112 short lines to a 
questionnaire sent out by the association relative to applying 
the six-hour day principle to the short lines. For the replying 
lines it was shown that if that principle were applied to them 
it would result in an increased labor cost of $2,693,763 over 1931. 
This was computed by taking the hours worked and compensa 
tion paid in 1931 and applying the six-hour day principle to those 
factors. 

A. T. Mercier, vice-president and general manager of the 
Pacific Electric Co., and Leslie Vickers, economist, testified on 
behalf of the American Electric Railway Association, submitting 
data similar to that presented by the steam railroads. It was 
also shown that even if earnings for each employe were reduced 
equally with reduced hours, the cost of labor would be greater 
under the six-hour day principle than now. 

Commissioner Eastman, at the close of the hearing May 18, 
announced an adjournment until May 23. 


VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads of this cout- 
try in March amounted to 23,579,783,000 net ton miles, according 
to reports received from the railroads by the Bureau of Railway 
Economics. 

Compared with March, 1931, this was a reduction of 6,380, 
877,000 net ton miles or 21.38 per cent, and a reduction of 
11,720,852,000 net ton miles or 33.2 per cent under March, 1930. 

In the Eastern district, the volume of freight traffic handled 
in March was a reduction of 17.4 per cent compared with the 
same month in 1931, while the Southern district reported 4 
decrease of 23.9 per cent. The Western district reported 4 
decrease of 25.8 per cent. 

The volume of freight traffic handled by the Class I rail- 
roads in the first three months of 1932 amounted to 68,139,762,000 
net ton miles, a reduction of 19,223,303,000 net ton miles or 22 
per cent under the corresponding period in 1931, and a reduction 
of 38,214,173,000 net ton miles or 35.9 per cent under the same 
period in 1930. 

Railroads in the Eastern district for the three months’ period 
in 1932 reported a reduction of 20.1 per cent in the volume of 
freight traffic handled compared with the same period in 1931, 
while the Southern district reported a reduction of 24.3 per cent. 
The Western district reported a decrease of 23.9 per cent. 
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NEW JERSEY RAILROAD TAXES 


A suggestion that railroads in New Jersey may not be able 
to pay their state taxes when they fall due on December 1 has 
peen made to Governor A. Harry Moore of that state by A. H. 
Elder, general solicitor of the Central of New Jersey. It was 
made in a letter to the governor in which Mr. Elder expressed 
regret that a conference on railroad taxation which the gov- 
ernor had suggested could not be arranged. In that letter Mr. 
Elder pointed out to the governor, among other things, that 
while the railroad properties represented one-thirteenth of the 
assessed value of the property in New Jersey, their taxes, about 
$12,000,000 a year, represented over one-seventh of the taxes 

id. 
“ As the railroad treasuries became more pinched, said Mr. 
Elder, a condition was culminating of which the state govern- 
ment, in its own interest, must take notice. 

“What I have in mind,” said Mr. Elder, “is that just as 
several of these railroads, for the first time, in thirty or forty 
years, have recently found it necessary to pass their dividends, 
so, on December 1, they will find it difficult, if not impossible, 
to pay their 1982 New Jersey taxes.” 

Mr. Elder submitted to the governor an estimate of net in- 
come for seven of the nine chief railroads in the state, other 
than the Pennsylvania and the New York Central, showing for 
them a deficit of $5,514,709, for 1932. The tabulation showing 
that estimate showed a deficit in net income in the first two 
months of this year of $3,590,970. 

“Since these figures show the combined results for seven 
railroads, some of which were ‘in the red’ in 1931,” said Mr. 
Elder, “it should be understood that the situation of several of 
the individual roads is much worse than the above figures sug- 
gest. But, even considered as a group, it is clear that these 
seven railroads may fall over $5,000,000 short of earning enough 
net income in 1932 to pay their taxes.” 

Dealing with suggestions that the railroads might borrow 
money to pay their taxes, Mr. Elder pointed out that Senator 
Couzens was his authority for saying that the act creating the 
Reconstruction Finance Corporation did not contemplate any 
loans to railroad companies to pay either operating expenses or 
taxes. He also directed the governor’s attention to the fact 
that increases in revenue from the emergency charges allowed 
by the Fifteen Per Cent Case, 1931, were not as great as esti- 
mated, implying that the seven New Jersey railroads about 
which he had been talking might not find it easy to obtain 
loans from the Railroad Credit Corporation. 

New Jersey railroads, in an effort to improve the taxation 
situation in their state, have sponsored seven bills, among which 
are measures looking to the regulation and taxing of trucking 
operations in the state. Mr. Elder said even a substitute for 
some of the proposed legislation was being delayed by a pow- 
erful lobby, and that a bill reducing commercial truck fees by 
more than $300,000 a year had been speedily passed. As to 
what caused the present situation, Mr. Elder said: 


As intimated above, the present predicament of the railroads 
of New Jersey, and incidentally of the state’s finances as well, is 
due, not alone to the world depression but, in a large measure to 
the policy, or lack of policy, which the state has followed during 
the past ten years in the handling of its highway-railroad problem. 
On the one hand, it has continued to boost railroad taxes until New 
Jersey now collects one-twentieth of all the railroad taxes collected 
in the United States. On the other hand, it has engaged in one of 
the most costly highway building programs of any state in the 
country while maintaining lower registration fees and lower gasoline 
taxes than three-fourths of the states and, in addition, granting 
exemption from personal property taxation to the commercial users 
of the highways. Furthermore, it has so far, failed to provide for 
any regulation of trucking for hire although most of the states now 
have such regulation. 


RAIL UNIONS AND WAR DEBTS 


The Trafic World Washington Bureau 


Seven leading railroad unions through their presidents have 
placed before President Hoover a strong plea for a twenty-five 
year moratorium on world war debts among the nations and 
for partial cancellation in that period of the debts in propor- 
tion to imports from the United States, as a means of reviving 
business in the United States and abroad. Those who signed 
the statement submitted to the President late May 13 were 
D. B. Robertson, president of the Brotherhood of Locomotive 
Firemen and Enginemen; §. N. Berry, president of the Order 
of Railway Conductors; A. F. Whitney, president of the Brother- 
hood of Railroad Trainmen; T. C. Cashen, president, Switch- 
men’s Union of North America; E. J. Manion, president, Order 
of Railroad Telegraphers; J. G. Luhrsen, president, American 
Train Dispatchers’ Association, and F. H. Fijozdal, president, 
Brotherhood of Maintenance of Way Employes. 

The statement submitted to the President dealt with the 
effects of the depression, the union leaders declaring .that the 
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entire country—the whole world—was confronted with a very 
grave situation. 

“We have not come here to discuss theories nor to quibble 
over rights and wrongs but we have come here to face a con- 
dition and to urge immediate action to deal with it,” the state- 
ment continued. 

“Within a short time the Congress of the United States 
will adjourn in order to have time to deal with political mat- 
ters. Mr. President, we have come here to tell you that unless 
something is done to provide employment and relieve distress 
among the families of the unemployed, we cannot be responsible 
for the orderly operation of the railroads of this country—that 
we will refuse to take the responsibility for the disorder which 
is sure to arise if conditions continue. Nor will we accept 
responsibility for the demands that will surely be made upon 
representatives of the government and which we predict will 
be more far-reaching than any yet made, including the dole. 

“It would be with great reluctance that those we represent 
would ask for a dole. On the other hand, Mr. President, what 
other alternative is there available? Everything else suggested 
has either failed or has been denied. If something is not 
immediately done, we will be obliged to demand a dole. The 
unemployed citizens which we represent will not accept starva- 
tion while the two major political parties struggle for control 
of government and, meanwhile, fail to observe the rapid approach 
of a critical situation that threatens our whole country and 
our very existence.” 

The statement analyzed the foreign trade situation in con- 
nection with the recommendation for a twenty-five year mora- 
torium on war debts as a step toward “a return of our foreign 
markets.” Attached to the statement was a proposed joint 
resolution to be offered in Congress, providing for the execution 
of the moratorium plan. 


Organized railroad labor is not unanimously in favor of 
a moratorium on war debts, according to the following state- 
ment left with President Hoover: 


Newspapers of May 14 announced that the chief executives of 
certain railway labor organizations had submitted to the President 
of the United States a plan for the handling of debts owed to our 
government by foreign nations, with a statement supporting their 
request for adoption of the plan. Unfortunately, this plan and state- 
ment were issued or published in a manner that might give the im- 
pression that they had the endorsement of railway labor generally. 

We desire, therefore, to make it clear that the position of the 
organizations submitting the statement to the President is not shared 
by the railway labor organizations we represent. The question was 
discussed at a meeting of the Association of Railway Labor Ex- 
ecutives, representing all railway labor, but this association did not 
endorse the plan. The labor executives who submitted this plan 
to the President are not only a minority of the chief executives’ 
association, but they represent only a minority of railway labor 
as well. They spoke only for their own organizations. 

We believe the war debt plan in question to be hastily conceived, 
and unsound in principle. We consider it to have been first offered 
primarily as a part of a factional dispute in one of the major 
political parties. We share the belief expressed in the published 
statement that economic conditions in the country today call for 
immediate constructive action on the part of the federal government, 
but we cannot agree that the proposed war debt plan will be of any 
assistance in this situation. On the contrary, we feel it would shift 
an additional burden to the American taxpayer and American industry, 
thus retarding economic recovery. 

G. W. Laughlin, Brotherhood of Locomotive Engineers; Martin 
F. Ryan, Brotherhood of Railway Carmen of America; John F. Mc- 
Namara, International Brotherhood of Firemen and Oilers; Geo. M. 
Harrison, Brotherhood of Railway and Steamship Clerks, Freight 
Handlers, Express and Station Employes; A. O. Wharton, International 
Association of Machinists; John J. Hynes, Sheet Metal Workers 
International Association. 


FRUIT AND VEGETABLE SHIPMENTS 


Total carlot rail and boat shipments of approximately fifty 
fruits and vegetables have fallen off more than 53,000 cars in 
the last two years, according to records compiled by the Bureau 
of Agricultural Economics, U. S. Department of Agriculture. 

“The peak of carlot movement of these commodities was 
reached in 1929 when 1,074,069 cars were shipped, whereas in 
1931 shipments filled 1,021,474 cars,” says the bureau. “Ten 
years ago the shipments totaled 858,669 cars. 

“Some of the reduced rail business in fresh fruits and vege- 
tables the last two years—the bureau does not know how much 
—has gone to motor trucks. It is known also that motor trucks 
are hauling large quantities of low grade produce which could 
not be handled by rail with any return above expenses. The 
bureau has been unable as yet to set up adequate statistical 
measures of the volume of the motor truck business. 


“The bureau believes that the amazing growth of the com- 
mercial fruit and vegetable industry during the last ten years 
is due in large measure to the emphasis which has been placed 
upon fresh farm products in the American diet. This growth 
is reflected in a ten-year record of carlot shipments, in addi- 
tion to which there has been an increasing, but unrecorded, 
haulage by motor trucks. The carlot shipments of potatoes, 
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which make up more than 20 per cent of the total shipments, 
have not varied much in the ten years. 

“Increases in carlot shipments of fresh beans, carrots, 
celery, grapefruit, mixed citrus fruits, oranges and lettuce are 
reported. In 1922 the shipments of snap beans and lima beans 
filled 2,631 cars; in 1931 shipments totaled 10,831 cars. Carrots, 
ten years ago, filled 2,010 cars, but last year the shipments 
aggregated 11,180 cars. Shipments of celery have increased 
from 14,151 cars to 22,475 cars during the ten-year period; 
grapefruit from 14,042 cars to 28,995 cars; mixed citrus fruits 
from 1,592 cars to 14,646 cars; oranges and satsumas from 46,628 
cars to 92,507 cars, and lettuce and romaine from 22,240 cars to 
49,878 cars. 

“Shipments of asparagus in 1922 totaled 767 cars, but last 
year they aggregated 3,866 cars; shipments of cauliflower have 
increased in the ten year period from 3,991 cars to 9,676 cars; 
lemons, from 9,752 cars to 18,253 cars; mixed vegetables, from 
19,843 cars to 28,442 cars; onions from 27,562 cars to 33,772 
cars; peaches 38,405 cars to 46,146 cars; spinach from 5,205 
cars to 8,991 cars, and watermelons from 47,625 cars to 52,066 
cars. Even shipments of dried prunes have increased, from 
6,046 cars in 1922 to 8,625 cars last year. 

“The bureau gains its information on carlot movement of 
fruits and vegetables through a cooperative arrangement with 
railroads which furnish daily records of loadings at shipping 
points in producing areas.” 


AIR LINE SERVICE 


United Air Lines announces that flying time on its tri- 
motored planes between Chicago, Dallas and Fort Worth has 
been cut a half hour, southbound, and one and one-quarter hours, 
northbound. The company now has two tri-motored services a 
day, one leaving Chicago at 10:15 a. m. and the “Overnight 
Limited,” leaving at 8:30 p. m., on this route. Through connec- 
tions at Dallas and Fort Worth it is possible to travel from 
Chicago to Gulf points between 8:30 p. m. and noon of the 
next day. 

An additional schedule has been put on between Chicago 
and Cleveland, providing five schedules daily between these two 
cities, including an “after breakfast” departure from both Chi- 
cago and Cleveland. There are four through schedules daily 
from Chicago to New York and a fifth combination rail-air. 


EXPENSE OF INVESTIGATIONS 


Commenting that “it is our observation that there is con- 
siderable criticism of the Interstate Commerce Commission for 
entering upon extensive and costly general investigations in this 
period of the greatest business depression which the country 
has experienced since the Civil War,” the National Industrial 
Traffic League has circularized its members for their opinions 
as to whether the Commission should curtail its activities and 
endeavor to spare shippers and carriers the expense of hearings 
at a time when expenses of every other kind are being cut. 
Reference is made to the alternative motions of the League 
for discontinuance of the investigation of carrier terminal serv- 
ices under ex parte 104 (see Traffic World, May 7, p. 991). 

“The members of the National Industrial Traffic League are 
probably more familiar with the work of the Commission, its 
procedure, and decisions, and the effects thereof, than the public 
at large,” says the circular. Not the least of the expense at- 
tached to such investigations as those referred to, it is stated, 
is the retarding effect on the business of the country and 
consequently on a more speedy return of normal business con- 
ditions. The members are asked to outline their views on the 
subject in a letter addressed to Herman Mueller, president of 
the League. 


CRITICISM OF I. C. C. 


Severe criticism has developed against the Commission, ac- 
cording of Representative Celler, of New York, who has 
expressed his views on that subject under extension of remarks 
in the Congressional Record of May 17. Continuing, he said: 


_ For some time past such criticism was a mere smoldering of 
discontented but interested persons. This smoldering has become a 
jet of flaming condemnation against it. Railroads, bondholders, banks, 
publicists, economists, have raised a hue and cry that must sooner 
or later reach the Congress. 

_The Commission, I believe, went pretty far in its laying heavy 
strictures upon the application of the Missouri Pacific Railroad to the 
Reconstruction Finance Corporation to assume partially the road’s 
loan to the banks. For this the Commission was properly rebuked 
by the press generally. 

It is difficult to understand the Commission’s recent decision in 
the case of the St. Louis-San Francisco Railroad when it said the 
road could borrow from the Reconstruction Finance Corporation, but 
before any advance is made the road would have to submit a plan 
to effect substantial reduction in its fixed interest charges within 60 
days. To do this in 60 days is impossible. Further, it is rather late 
for the Commission to decrease the road’s fixed charges when it has 
all along encouraged and approved substantially the road’s fixed 
charges. The recent action of the Commission rather delays than 
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furthers strengthening railway credit through Reconstruction Financ, 
Corporation or bank loans to railroads. The Commission can easily 
undo the good the Reconstruction Finance Corporation is doing py 
pone meng public confidence in the roads by its continued captious 
criticism. 

The Commission was mandated by Congress in 1920 to see to it 
that the railroads earned sufficient income. Five and three-quarters 
per cent was considered a fair return on investment. By many very 
unjust and unfair decisions the Commission has made such returp 
on investment utterly impossible. 


PILOTS’ FLYING EXPERIENCE 


Five licensed transport pilots have reported to the aero. 
nautics branch of the Department of Commerce that they have 
flown more than 10,000 hours each. There are 286 transport 
pilots who have credit for more than 5,000 hours each, includ. 
ing the five having more than 10,000 hours. 

The five pilots who have flown more than 10,000 hours are 
E. Hamilton Lee of Omaha, Neb., James H. Knight of Chicago, 
Ill., Clyde Pangborn of Wenatchee, Wash., Ralph F. Thomas of 
Akron, O., and Edwin K. Jaquith of New York, N. Y. 

The number of transport pilots who have flown more than 
10,000 hours is one-tenth of one per cent of the total number 
of licensed pilots in this grade. Twenty-five per cent of the 
transport pilots are credited with 200 to 500 hours each, and 23 
per cent have flown 501 to 1,000 hours each. The total num. 
ber of licensed transport pilots is 6,929. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Otto H. Atchley, Texarkana, Tex.; Joseph A. Bald- 
win, Washington, D. C.; Randolph Bias, Williamson, W. Va.; 
Daniel L. Boland, New York, N. Y.; John C. Bryan, Washington, 
D. C.; Henry Busbee, Aiken, S. C.; Francis J. Carey, Baltimore, 
Md.; A. M. Cheney, Salt Lake City, Utah; William Edward 
Deering, Washington, D. C.; George W. Feehan, Detroit, Mich; 
Matthew C. Fleming, New York, N. Y.; Jeanette D. Hoogesteger, 
St. Paul, Minn.; Porter L. Howard, Philadelphia, Pa.; Ebert B. 
Johnson, New York, N. Y.; Ben V. King, Eagle Pass, Tex.; 
John Krings, New York, N. Y.; F. A. Lallier, Galveston, Tex.; 
George C. Lambert, St. Paul, Minn.; John R. Leighty, Wash- 
ington, D. C.; Ira S. Lillick, San Francisco, Calif.; William T. 
Macauley, Hutchinson, Kan.; Robert McGinley, Newark, N. J.; 
Joseph C. Montague, Peabody, Mass.; Norton Montgomery, Den- 
ver, Colo.; Angelo Morello, Boston, Mass.; Albert R. Morton, 
Duluth, Minn.; Erskine R. Myer, Denver, Colo.; Albert H. Nel- 
son, New York, N. Y.; Edward A. Nippold, Memphis, Tenn.; 
Fred C. Noble, Denver, Colo.; William G. Oliphant, New Or- 
leans, La.; William Church Osborn, New York, N. Y.; Carl M. 
Owen, New York, N. Y.; George T. Poor, Columbus, Ohio; 
Charles E. Ramsey, Philadelphia, Pa.; John J. Riley, Washing- 
ton, D. C.; Theodore Schmidt, Chicago, Ill.; Leo L. Scott, San 
Francisco, Calif.; Everett E. Shafer, Chicago, Ill.; Homer &. 
Snow, St. Louis, Mo.; Harry B. Sutter, Chicago, Ill.; Albert F. 
Versen, St. Louis, Mo.; Frank A. Wachob, Denver, Colo.; Gus- 
tave Wehnert, Springfield, Ill.; Peter L. Wentz, Chicago, IIl.; 
Cleon W. Wilkins, Salt Lake City, Utah; Harry E. Wolff, Chi- 
cago, Ill.; Porter L. Wood, Seymour, Conn.; Robert S. Young, 
Knoxville, Tenn. 


RAILROAD EMPLOYMENT 


A slight increase in railroad employment in March as com- 
pared with the preceding month is shown in the Commission’s 
monthly statement on railroad employment compiled from data 
in carrier reports. The total for March was 1,096,541 as com- 
pared with 1,093,215 for February this year. As compared with 
March last year the figures showed a decrease of 16.89 per cent 
in employment. By groups the number of employes reported 
for the middle of March and the percentage decrease in each 
instance as compared with March last year follow: Executives, 
officials, and staff assistants, 14,279; 9.89; Professional, clerical, 
and general, 197,043; 15.19; maintenance of way and structures, 
210,007; 21.94; maintenance of equipment and stores, 307,141; 
16.45; transportation (other than train, engine, and yard), 
140,491; 14.74; transportation (yardmasters, switch tenders, and 
hostlers), 15,418; 16.75; transportation (train and engine serv- 
ice), 212,162; 15.54. 


REGRETTING AN ERROR 


Due to an error, the map of the United States appearing in 
the Peoria & Pekin Union Railway Company’s full-page advel- 
tisement on page 1063, The Traffic World, May 14, 1932, was 
placed upside down. Though it is avowed by economic and 
political pessimists here and there that the whole world is topsy- 
turvy, The Traffic World regrets having unwittingly placed this 
advertiser in the position of furthering this idea by showing an 
inverted United States—The Editor. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal ——- will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. trafic man of a | experience and wide knowl- 
e will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in work. 
The right is reserved to refuse to answer in this column any question, 
ar to us unwise to answer or that involves a 
situation too complex for the kind of yap herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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legal or traffic, that it may ap 


Liability for Concealed Loss or Damage 


Pennsylvania.—Question: We had a shipment of electrical 
appliances shipped from A, via steamer, to B. On arrival at B 
the shipment was delivered-to us in apparently good condition. 
We found on opening the same that two sets were missing from 
one crate. We immediately got in touch with the steamship 
company and had their representative call and inspect the case. 
He made notation of the shortage on the freight bill. We imme- 
diately filed claim with the steamship company for the value 
of this shipment. The steamship company acknowledged and 
agreed that their representative made a record that same was 
short and also that he verified the loss as claimed by us. They 
do not question the fact that we actually sustained the loss 
and the question before them seems to be just where the loss 
took place. 

They claim delivery of the shipment in B in identically the 
same condition as they received it. They are holding our claim 
receipt accordingly, notwithstanding the fact that their repre- 
sentative made the notation of the shortage. In view of these 
facts they say there is nothing which would place any liability 
on the steamship company, and have declined our claim. 


Answer: From a legal standpoint claims for concealed loss 
or damage are as valid as any other kind; the only difference 
is that, in case of concealed loss or damage, it is more difficult 
to establish the proof necessary to prosecute the claim. It 
has been held that, in order to recover the value of the goods 
lost under circumstances which bring the case under the cate- 
gory of a concealed loss, the plaintiff must prove that the loss 
occurred while the goods were in the carrier’s possession. 


With respect to shipments involving concealed damage, it 
is very difficult for either the carrier or the consignee to know 
their condition on arrival at destination and, therefore, impos- 
sible for the consignee to note their condition upon the receipt 
for the same. On the other hand, where a shipment has been 
received by the consignee, hauled to his place of business and 
held in its original package for any considerable period of time, 
there is always an opportunity for loss or damage after the 
shipment has been delivered to the consignee. The carrier is 
liable for only such loss or damage as occurred during the time 
the shipment was in its possession, and it will therefore be 
necessary, in making out a prima facie case against the carrier, 
to prove that the shipment was in good condition when received 
by the carrier, and that it was damaged when delivered to the 
consignee and that the damage did not occur during the period 
when it was in its possession. 


The shipper must show delivery to the carrier in good 
condition, the recital in the bill of lading to the effect that the 
goods were received in apparent good condition pertaining to 
the instrument as a receipt, it being open to the carrier to 
show, as against a claim that the goods were damaged during 
transportation, that the damaged condition existed at the time 
of the receipt of the goods, but was not apparent on inspection. 


Such a statement relates only to external conditions, and 
does not make out even a prima facie case against the carrier 
with reference to damage not thus apparent. But the recital 
of good condition or apparent good condition does not make 
out a prima facie case against the carrier that the goods were 
in apparent good condition so far as ordinary inspection with- 
out opening the packages would disclose. The burden of proof 
1s On the carrier to show that the goods were not in such 
apparent good condition when received. The rule, as generally 
Stated, is that the recital as to the condition of the goods is 
prima facie evidence only as to that fact, and the carrier may 
show to the contrary. 

The notation to which you refer is not, as we see it, an 
admission by the carrier that it was responsible therefor, but 
only that a shortage existed. Whether the loss occurred while 
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the goods were in the possession of the carrier is a question 
of fact. 
Attachment of Interstate Shipment 


Maryland.—Question: Please advise whether an interstate 
shipment cannot legally be attached. We cannot locate a court 
decision to that effect. 

Answer: As a general rule, all the goods and chattels of a 
defendant are subject to attachment for his debts. And, ac- 
cordingly, it has been held that such process may be levied 
upon an advertising sign, tools of a mechanic, merchandise kept 
in a store for sale, fixtures which a tenant may remove, hay 
in a barn, goods in transit, and a sealed parcel or locked safety 
deposit box belonging to the defendant. 

The fact that property of the attachment defendant is in the 
possession of a third. person does not usually exempt it from 
attachment. See Clifford vs. Brockton Transportation Co., 101 
N. E. 1092 (Mass.); Stock vs. Reynolds, 80 N. W. 289 (Mich.); 
Santa Fe Ry. Co. vs. Bossut, 62 Pac. 977 (N. M.); Morrell vs. 
Buckley, 20 N. J. L. 667. 

In Clifford vs. Brockton Transportation Co., 101 N. E. 1092 
it is held that the attachment, under writ of summons and 
attachment, of goods in transit in possession of the carrier, 
made after the officer had paid the carrier the freight charges, 
is valid, attachment by trustee process not being exclusive. 
In this case the court, on page 1093, said: 


Although our attention has not been called to any express de- 
cision in this state upon the right to make the attachment by a 
writ of summons and attachment while the goods are in the hands of 
a common carrier in transitu, it is apparent from the language of 
the court in many cases that such attachment has been assumed 
to be valid. Edwards vs. White Line Transit Co., 6 Am. Rep. 213 
(Mass.), and this view has the support of authority elsewhere. Santa 
Fe Ry. Co. vs. Bossut, 62 Pac. 977; Merz vs. C. & N. W., 90 N. W. 7 
(Minn.); Jewett vs. Olsen, 23 Pac. 262; Pingree vs. D. L. & W., 33 
N. W. 298 (Mich.); Hett vs. B. & M., 44 Atl. 910. However, see Stam- 
ford Rolling Mills Co. vs. Erie R. R. Co., 101 Atl. 823 (Pa.); Brim- 
berg vs. Hartenfeld Bag Co., 105 Atl. 68 (N. J.). 


In the former case, Stamford Rolling Mills Co. vs. Erie 
R. R. Co., 101 Atl. 823, it is held that where goods have been 
shipped under a negotiable bill of lading, they are not subject 
to foreign attachment while in transit, or after their stoppage 
in transit, whether the carrier continues to hold them as car- 
rier, or as a warehouseman or bailee, as act March 11, 1909 
(P. L. 24), Sec. 25, relating to warehouse receipts, and act 
May 19, 1915 (P. L. 554), Sec. 39, relating to the sale of goods, 
are identical in effect with act June 9, 1911 (P. L. 8438), Section 
24, expressly protecting such goods from attachment, unless the 
bill of lading has been surrendered or its negotiation enjoined. 

In the Brimberg case above referred to, it was held that a 
railroad will not be enjoined from delivering possession of 
goods in its possession upon which negotiable order bill has been 
issued, and which has been attached, where the bill and its 
holder are out of the court’s jurisdiction, the effective restraint 
of the bill’s negotiation being necessary to make goods subject 
to attachment. In this case the court, after quoting from sec- 
tions 23 and 24 of the Bill of Lading Act (Act of Congress 
August 29, 1916), on page 69, said: 


The provision of the New Jersey statutes are similar. The pur- 
pose of the legislation undoubtedly was to protect goods in transit 
and in possession of a carrier against seizure until the carrier should 
be first liberated from liability and attack by the the surrender of 
the order bill. The legislature has made the bill the res rather 
than the goods. The term ‘“‘enjoined,’’ used by the legislature, must 
imply effective restraint. 


State vs. 


Florida.—Question: We own and operate a fleet of barges 
from Jacksonville to various destinations along the Atlantic 
Seaboard, which we operate for our exclusive use, and not on 
any schedule of regular sailings, using them as a private con- 
veyance. 

Agent Speiden’s Master Tariff 250-A, I. C. C. 1600, effective 
January 4th, 1932, published an emergency or surcharge ap- 
plicable on interstate shipments of lumber from points in Flor- 
ida, but same was not made applicable on Florida intrastate 
shipments until a later date. 

We made several shipments from ourselves, Foley, Fla., to 
ourselves Jacksonville, Fla., care our barges, freight to Jack- 
sonville prepaid. 

We accepted delivery of these shipments at Jacksonville 
from the carriers, took actual possession of them, unloaded them 
with our own crews, on our terminals, then loaded them into 
our own barges and carried them to various eastern destina- 
tions. 

The railroads are endeavoring to collect this surcharge on 
these shipments, claiming they are interstate, while we have 
declined payment on the grounds that this was carried beyond 
the State of Florida on our own private conveyance, over which 
no common carrier exercised any control, also that the mere 
fact this conveyance was by water did not in any way differ- 
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entiate it from handling beyond Jacksonville by our own trucks 
on land. 

Section 1 of the Shipping Act of 1916 states specifically that 
tramp vessels or cargo vessels are not common carriers, and 
these barges come under this classification. 

Kindly advise whether, in your opinion, this emergency 
charge is due the carrier. 

Answer: Where there is an original and continuing inten- 
tion that the goods shall move through from point of origin to an 
interstate destination or to a foreign destination, the transpor- 
tation is interstate or foreign commerce in character. 

It is not the method of transportation but the continuity of 
the movement from a point in one state to a point in another 
state which determines whether traffic is interstate. See B. & 
O. S. W. R. Co. vs. Settle, 260 U. S. 166, 48 S. Ct. 28 and Hughes 
Brothers Lumber Co. vs. Minnesota, 272 U. S. 469, 47 S. Ct. 
170. In the latter case the Court said: 


The conclusion in cases like this must be determined from the 
various circumstances. Mere intention by the owner ultimately to 
send the logs out of the state does not put them in interstate com- 
merce, nor does preparatory gathering, for that purpose at a depot. 
It must appear that the movement for another state has actually 
begun and is going on. Solution is easy when the shipment has been 
delivered to a carrier for a destination in another state. It is much 
more difficult when the owner retains complete control of the trans- 
portation and can change his mind and divert the delivery from 
the intended interstate destination, as in the Champlain Company 
case. The character of the shipment in such a case depends upon 
all the evidential circumstances looking to what the owner has 
done in the preparation for the journey and in carrying it out. The 
mere power of the owner to divert the shipment already started 
does not take it out of interstate commerce, if the other facts show 
that the journey has already begun in good faith and temporary 
interruption of the pee is reasonable and in furtherance of the 
intended transportation, as in the Champlain Company case. 


Assuming that there is an existing and continuing intention, 
at the time the shipment is delivered to the carrier at point of 
origin, to make a through shipment to the point of final des- 
tination thereof, and that the shipment does not come to rest 
at the port, it is our opinion that under the Commission’s de- 
cisions in Tampa Fuel Co. vs. A. C. L., 43 I. C. C. 231; Inter- 
national Agricultural Corporation vs. Director General, 60 I. C. C. 
726, and Cheney Brothers vs. South Manchester R. Co., 147 
I. C. C. 421, the interstate and not the intrastate rate is applic- 
able for the haul to the port. 

In the last referred to case the Commission, on page 428, 
said: 


The New Haven challenges our jurisdiction over the rates on 
the traffic from points in Connecticut. It contends that the movement 
therefrom is intrastate because the traffic is moved to these points 
by private carriers and there is no common conrtol, management, or 
arrangement with the water carriers for a continuous carriage or 
shipment from West Virginia to South Manchester. A similar con- 
tention was made by this defendant and found to be without merit 
in United States Furnishing Co. vs. N. Y. N. H. & H. R. R. Co., 107 
I. C. C. 412. See also Du Pont de Nemours & Co. vs. Director Gen- 
eral, 74 I. C. C. 191, 193, and cases there cited. 


See, however, C. M. St. P. & P. R. Co. vs. Campbell River 
Mills Co., 53 Fed. (2d) 69, and State ex Rel. C. M. & St. P. Ry. 
Co. vs. Department of Public Works, 270 Pac. 300. 


Tariff Interpretation—Effective Cross-Reference to Tariff Which 
Is Reissued—No Change Being Made in Cross-Reference 


Indiana.—Question: Recently a question came up as to the 
proper rate to apply on carload shipments of ammonia sulphate 
from Chicago to various central freight association points. 

This commodity is included in the list of fertilizer materials 
named in C. F. A. Tariff 458-A, I. C. C. 2287. This tariff names 
rates which are based on the rate basis numbers named in 
the various C. F. A. class tariffs which were canceled Dec. 3, 
1931. On this particular traffic C. F. A. Tariff 221-A, I. C. C. 
1460, was the applicable class tariff. Rule 25 in C. F. A. 458-A 
states that “whenever reference is made herein to any other 
publication it is intended also to include ‘supplements thereto 
and reissues thereof,’” but in supplement 7 this rule was can- 
celed, having the effect of making the rate basis numbers in 
these canceled tariffs still applicable. 

I have been informed that some of the carriers out of Chi- 
cago are using this basis on shipment moving over their rails, 
but several traffic man with whom I have conversed are of 
the opinion that if a tariff is canceled the rate basis numbers 
named therein cannot be used. Will you please give me your 
opinion? 

Answer: In our opinion the decision of the Commission in 
Peters-Duncan vs. D. M. & V. R. Co., 144 I. C. C. 55, is applic- 
able to the instant case. Under the facts in the decision above 


referred to a certain Pennsylvania tariff named a commodity 
rate from points of origin named therein to points of des- 
tination taking rate basis 76 in another Pennsylvania tariff, 
i. e., namely points taking rate basis 76. By supplement to the 
latter tariff the class rate to rate basis 76 points were canceled 
and reference made to a tariff of Agent Davis for future rates. 
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It was contended that reference to rate basis 76 in the tari 
naming the commodity rate did not include rate basis 76-C jp 
Agent Davis’ tariff. The Commission, however, held otherwigg 

In our opinion the elimination of the provisions in Rule 25, 
which you quote, by Supplement 7 to C. F. A. Tariff 4558.4 
did not have the effect of making inapplicable the cross-refg. 
ence in one tariff to another tariff if the rate basis number; 
can be traced in the tariff which cancels the tariff to which 
cross-reference is made. 


Tariff Interpretation—Application of Minimum Charge Rule of 
Emergency Charge Tariff 


Missouri.—Question: On page 690 of the March 26, 1932 
issue of the Traffic World, your answer to Arkansas regarding 
emergency charges to apply on minimum shipments indicates 
the emergency charge is not added to the minimum charges 
when the actual freight and minimum charge is less than the 
minimum. 

In the reissue of E. B. Boyd’s Tariff of Emergency Charges 
effective April 4, 1932, the wording in Item 45, paragraph P, has 
been changed and the railroads are now assessing the 2 
emergency charge in addition to the minimum charge of 50¢ 

Will you kindly advise if the item in the reissue would per. 
mit the same interpretation as given in the reference above’? 

Answer: In our opinion, the applicable charge under the 
provisions of Rule 45 (f) of the Tariff of Emergency Charges, 
effective April 4, 1932, on a shipment weighing 80 pounds, tak. 
ing a first class rate of 40 cents per 100 pounds and subject to 
a minimum charge of 100 pounds at first class, but not less 
than 50 cents, is 52 cents. 

Item 45 (f) of the tariff, effective April 4, 1932, does not 
contain a provision that the emergency charge shall not be added 
to the minimum charge, as in Item 45 (f) of the previous tariff, 
and, therefore, in our opinion the emergency charge of 2 Cents 
is to be added to the minimum charge of 50 cents, making the 
total 52 cents for the shipment. 


Tariff Interpretation—Application of Combination Rule of Tariff 
of Emergency Charges 


Alabama.—Question: A shipment, which is subject to the 
Tariff of Emergency Charges, moves from an interior point, A, 
to Port B, under a proportional rate applicable to the com- 
modity, and at Port B it is transshipped by coastwise vessel to 
port of discharge, C, and there moves via rail to final destina- 
tion, D, under rate applicable to the final rail line haul. Both 
the tariffs publishing the rates from point A to Port B, and 
from port of discharge C to final destination D are subject 
to the Tariff of Emergency Charges, and these tariffs are on 
file with the Interstate Commerce Commission. However, the 
steamship line tariff which applies to that part of the haul by 
water is not filed with the Interstate Commerce Commission, 
and we therefore desire to know whether, under Item 15 of the 
Tariff of Emergency Charges, in your opinion, there should be 
assessment of emergency charges to cover the movement from 
point A to point B, and likewise assessed from point C to point 
D, or should only one emergency charge be assessed for the 
entire movement, as it is a through shipment moving in con- 
nection with originating carrier rates which are subject to 
Interstate Commerce Commission, and intermediate carrier rates 
which are not subject to the Interstate Commerce Commission, 
but delivering carriers’ rates are subject thereto. Please also 
quote decision, if any, of the Commission on this subject. 

Answer: If, as we understand, the shipment in question did 
not move on through billing, but moved to Port B, consigned 
to the steamship company at that port, as in United States 
vs. Munson Steamship Line, 283 U. S. 43, and as a local ship- 
ment beyond that point, two emergency charges should, in our 
opinion, be added, one to the rail factor from A to B and one 
to the rail factor from C to D. 

Furthermore, even though there was a through shipment 
amounting to an arrangement for through carriage within the 
provisions of Section 6 (1) of the Interstate Commerce Act, it 
is our opinion that under a literal reading of the provisions of 
Item 15 of the Tariff of Emergency Charges, two emergency 
charges must be added, the fact that the charge of the steam 
ship company is not on file with the Commission, making 10 
applicable the provisions of Item 15, which reads in part as 
follows: 


Where through shipments move on combination of rates lawfully 
on file with the Interstate Commerce Commission * * * and one OF 
more of the factors are subject to this tariff, apply one emergency 
charge based on the highest emergency charge rate applicable to 
any factor subject to this tariff * * *. 


As a matter of reasonableness, if it can be shown that the 
shipment moved under a common arrangement for continuous 
carriage or shipment, it is probable that, upon complaint to the 
Commission, reparation to the basis of one emergency chargé 
may be obtained on the ground that the rate of the steamship 
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ompany should have been on file with the Commission, as 
contended by the Commission in the Munson Steamship Line 
case, referred to above, in which event but one emergency 
charge would have been applicable under the provisions of 
Item 15 of the Tariff of Emergency Charges. 


Tariff Interpretation—Conflict in Rates 


Texas.—Question: Referring to page 638 of March 19th issue 
of the Traffic World under the subject “Tariff Interpretation— 
Conflicting Rates” dealing with the rate on packing house prod- 
ucts from Chicago to Dallas. 

We note in your answer you state that it is your opinion 
the 841%4c rate is the applicable rate on packing house prod- 
ucts from Chicago to Dallas, to which we do not agree, and 
wish to call your attention to the following facts for your 
further consideration of the subject. 

Your decision is evidently based on the single line distance 
of 508.8 miles from Kansas City to Dallas which applied to 
the mileage scale of rates on page 328 S. W. L. Tariff 170, 
Johanson’s I. C. C. 2162, produces 6744c, to which you added 
the arbitrary shown on page 295 from Chicago to Kansas City, 
of 17¢c under the same distance, whereas the Kansas City rate 
under the mileage scale is 67c based on the short line distance 
Kansas City to Denison of 484.4 miles, which applied to the 
above scale on page 328 produces 67c rate. 

On page 295 provision is made for the addition of arbitraries 


: to rates from Kansas City, Mo., and it will be noted that pro- 


vision is made arbitraries hereinafter specified higher than the 
rates from Kansas City, Mo., as provided in Item 436 and the 
Kansas City, Mo., to Dallas rate is 67c and not 67%c. 

After further consideration, if you find our views are cor- 
rect, and we believe you will do so if you will again care- 
fully peruse the tariff, amend in subsequent publication of the 
Traffic World your ruling shown on page 638 of the March 19, 
1932, issue. 

Answer: In our answer to which you refer, and in our an- 
swer to Iowa, on page 894 of the April 23, 1932, Traffic World, 
under the above caption, we were dealing merely with the 
application of the rates published in Agent Johanson’s Tariff 
I. C. C. 2162 in relation to the application of various sections 
of the tariff. We were not concerned with the actual measure 
of the factor from Kansas City to Dallas, based upon the dis- 
tance rates published in Item 462. We therefore did not check 
the distance which would be used in arriving at this factor. 


Delivery to Carrier—What Constitutes 


New Jersey.—Question: Will you kindly refer to the Traffic 
World for April 16, 1932, page 844, under the caption, “Liability 
of Carrier as Warehouseman?” The question refers to a car- 
load shipment delivered to a freight station marked or in- 
tended to be forwarded to a point in another state, shipment 
of which, however, is held for shipping instructions which were 
apparently furnished after 36 hours. 

In your answer I am wondering if you took into considera- 
tion the provisions of the American Railway Association Tariff 
covering Storage Rule and Charges, Agent Jones’ I. C. C. No. 
2197. 

Under Rule 1, first paragraph, it is stated that “freight * * * 
held to complete a shipment, for forwarding directions, or for 
any other purpose of the consignee, consignor, or owner, in 
storage or held in or on the premises or tracks of this railroad, 
is subject to these storage rules.” 

Then under Rule 3, page 18, Section A, it is stated “48 
hours’ (2 days) free time will be allowed on all commodities 
except the more dangerous explosives as described in Rule 6, 
Section A, for removal of inbound freight from car or railroad 
premises or to complete the carload shipment and furnish for- 
warding directions therefore.” 

Off hand, it would appear that the shipper under this tariff 
would be entitled to 48 hours’ free time in which to furnish 
forwarding directions, and I have been under the impression 
that during such free time, either before or after shipment, 
common carrier liability attaches. 

I appreciate you cite many cases at the bottom of your 
answer, and since I do not have access to these sources of 
information, I am wondering if there is a case in point or on 
all fours” with this question. 

_ Answer: There is nothing in the bill of lading fixing the 
liability of a carrier at the time the goods are delivered to 
it for transportation. With the exception of Section 1 (b), and 
Section 4 (a) of the Uniform Bill of Lading Contract Terms 
and Conditions, the bill of lading does not deal with the ques- 
tion of carrier’s liability as common carrier versus warehouse- 
man, nor are there provisions in the storage or demurrage tariffs 
— fix the liability of a carrier as to goods delivered to it 
or transportation, and, therefore, the liability of a carrier is 


that which the law fixes, as determined from the decisions of 
the courts. 
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In order that the carrier may be charged with reference 
to the custody, care and transportation of goods, it is essen- 
tial that as bailee it shall have come into possession of the 
goods, which, of course, involves a delivery by the shipper and 
an acceptance by the carrier, and until there has been such 
delivery and acceptance, by which the possession of the goods 
has been transferred from the shipper to the carrier, no lia- 
bility of the carrier with reference to such goods arises. 

If something required by law or contract remains to be 
done by the shipper after the goods are put into the hands of 
the agent of the carrier before they are to be transported, the 
carrier does not become liable as carrier until the goods are 
ready for shipment. Delivery cannot be complete if anything 
remains to be done by the shipper before the goods can be 
sent on their way. Behrman vs. A. C. L., 109 S. E. 397. The 
risk of the carrier, as such, begins on receipt of the goods for 
immediate transportation, that is, unless the delivery is com- 
plete so as to place on the carrier the exclusive duty of seeing 
after their safety. Knapp vs. R. Co., 159 N. W. 81; Gormley 
vs. R. Co., 165 N. W. 249; Dionee vs. Express Co., 101 Atl. 209. 

Notwithstanding the goods are in the actual custody of the 
carrier, its liability as such does not attach before shipping 
directions have been given, and its liability is that of a ware- 
houseman only. G. C. & S. F. Ry. Co. vs. Terrell Brothers, 
14 S. W. (2d) 903; Chas. J. Webb & Sons vs. C. R. Co. of N. J., 
36 Fed. (2d) 702, and Fuller vs. Ill. Cent. R. Co., 164 Ill. A. 284. 


Clayton Act—Regulations Relative to Bids for Securities, Sup- 
plies, Etc. 


Mississippi.—Question: Please advise me with reference to 
the law with authority regarding the following: 

Suppose I own a plant manufacturing materials used by 
railroads. I am also a large stockholder in railroad A. The 
question is this: Is it a violation for railroad A to purchase 
material from me, and is it a violation for me to sell my prod- 
ucts to railroad A? 

Kindly give me briefly the law on such transactions, if 
there is any law governing. 

Answer: The Clayton Anti-Trust Act contains the follow- 
ing provisions: 


That after two years from the approval of this act no common 
carrier engaged in commerce shall have any dealing in securities, 
supplies or other articles of commerce, or shall make or have any 
contracts for construction or maintenance of any kind, to the amount 
of more than $50,000, in the aggregate, in any one year, with another 
corporation, firm, partnership or association when the said common 
carrier shall have upon its board of directors or as its president, 
manager or purchasing or selling officer, or agent in the particular 
transaction, any person who is at the same time a diretcor, man- 
ager, or purchasing or selling officer of, or who has any substantial 
interest in, such other corporation, firm, partnership or association, 
unless and except such purchases shall be made from, or such deal- 
ings shall be with, the bidder whose bid is the most favorable to 
such common carrier, to be ascertained by competitive bidding un- 
der regulations to be prescribed by rule or otherwise by the Inter- 
state Commerce Commission. No bid shall be received unless the 
names and address of the bidder or the names and addresses of the 
officers, directors and general managers thereof, if the bidder be a 
corporation, or of the members, if it be a partnership or firm, be 
given with the bid. 


It will be observed that no reference is made therein to 
stockholders. 


Reparation—General Readjustment of Rates 


New York.—Question: The Interstate Commerce Commis- 
sion, in their decisions in I. & S. Docket No. 2473, 109 I. C. C. 
351, decided April 16, 1926, and I. & S. Docket No. 2695, 118 
I. C. C. 725, decided November 24, 1926, ordered the establish- 
ment throughout official classification territory of rates on brass, 
bronze, and copper articles certain percentages of class rates. 

Some of the carriers did not put in effect rates on the 
prescribed basis between points where shipments move. We 
refer particularly to carload shipments of copper scale from 
Rome to Silver Lake, N. J., via N. Y. C., West Shore, Wee- 
hawken and Erie R. R. 

Claims have been entered on movements of this product 
from Rome to Silver Lake for informal disposition, but repara- 
tion has been denied, due to the decision of the Commission in 
Docket No. 22116, Cohen & Son vs. C. R. of N. J., 163 I. C. C. 850, 
which case was handled under the shortened procedure. It 
might also be stated that claims which we had previously made 
on the basis of the rates ordered in I. & S. cases have been 
adjusted informally. 

Would you let us know if it is proper to use as a basis of 
decision a case which was decided under the shortened pro- 
cedure, and if there are any other cases involved which might 
be used in securing settlement of the over charges which have 
accrued due to the application of the fifth class rate? 

Answer: With respect to this question, see the decisions 
of the Commission in Nassau Smelting & Refining Works vs. 
Rutland R. R. Co., 174 I. C. C. 401; Cohen & Sons vs. C. R. 
Co. of N. J., 163 I. C. C. 86; Federated Metals Corporation vs. 
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Pa. R. Co., 156 1. C. C. 491, and Ajax Metal Co. vs. B. & O. R. 
Co, 151 I. C. C. 301. 

The following statement of the Commission in the case last 
referred to above seems to represent the views of the Com- 
mission as to reparation on this traffic. 


The issues involved in the present cases are practically the same 
as .were considered in a number of recent cases, dealing with rates 
on these commodities between points in this general territory, in 
which reparation was denied. Federated Metals Corp. vs. N. Y., N. 
H. & H. R. R. Co., 126 I. C. C. 439; Federated Metals Corp. vs. C. 
R. R. Co. of N. J., 189 I. C. C. 228, Cohen & Son vs. D. & H. Co., 
139 I. C. C. 275; Federated Metals Corp. vs. P. R. R. Co., 136 I. C. C. 
415, Federated Metals Corp. vs. P. R. R. Co., 140 I. C. C. 589, Fed- 
erated Metals Corp. vs. P. R. R. Co., 144 I. C. C. 248. We have gen- 
erally deelined to award reparation following general rate readjust- 
ments involving both increases and reductions, and we have repeat- 
edly stated that copper is a high priced commodity, which, on the 
basis of lo established and well recognized principles of rate mak- 
ing, should bear a rate corresponding to its proper place in a classi- 
fication of commodities. See Cohen & Son vs. D. & H. Co., supra. 
In the present case, there appears to be no more basis for finding 
the rates assailed unreasonable, as applied to past shipments, than 
existed in the greup of cases cited herein. 


Your claims are not for overcharges as that term is used 
by the Commission, i e., the difference between the legally 
published tariff and the higher rate assessed by the carrier, 
but for reparation for the difference between the lawfully pub- 
lished rate and the rate found by the Commission to be reason- 
able. 

That a shortened procedure case may be uesd as a prece- 
dent is apparent from the decisions of the Commission in War- 
ner vs. G. S. R. R. Co., 167 I. C. C. 113, and Continental Gin 
Co. vs. B. S. L. & W. R. Co., 174 1. C. C. 78. 


Sales—Delivery—What Constitutes 


Pennsylvania.—Question: We frequently receive a com- 
munication containing a quotation on goods which reads as 
follows: “Can quote you today, 30c St. Louis.” We received a 
wire from St. Louis quoting as above and we accepted and 
ordered shipment forwarded, assuming all freight charges. The 
shipper elected to add to his invoice a cartage charge between 
his place of business and the railroad station which, up to 
the present time, we have declined to pay. Please give us 
your opinion as to who is liable for this drayage charge when 
goods are simply quoted St. Louis. 

Answer: In the absence of any provision in the contract 
fixing a place for delivery, the general rule is that the delivery 
shall be made at the place where the goods are at the time 
of sale, and this will usually be the place of business of the 
seller, or of manufacturer, or of shipment. The rule may, 
however, be modified by circumstances, a custom of the trade, 
or the understanding of the parties that delivery shall be made 
at the place of business or warehouse of the buyer. 

The contract may confer upon the buyer the right to 
appoint the place of delivery, and in such case if the buyer 
fails to make a designation the seller is excused. 

If the contract provides in general terms that delivery is 
to be made in a certain city, the buyer has the right to fix the 
particular place within such city where delivery shall be made. 
Stillwell vs. Bowling, 36 Mo. 310. In any event, notice of the 
appointment of a place of delivery must be given within a 
reasonable time. West vs. Newton, 1 Duer (N. Y.) 277. 

If delivery is made by the carrier the place of shipment is 
ordinarily the place of delivery, but by the terms of the agree- 
ment the place of delivery may be fixed at the town or city 
where the buyer resides or does business, or at his place of 
business, and in such a case a delivery at the carrier’s station 
er terminal in that town is usually sufficient, although no notice 
Was given to the buyer of the arrival of the goods. Capehart 
vs. Furman Implement Co. (Ala.), 16 So. 627; McKee vs. Wild 
(Neb.), 71 N. W. 958; Bloyd vs. Pollock, 27 W. Va. 75. But 
see McNeal vs. Braun (N. J.), 23 Atl. 687, where delivery was 
by barge, and it was held that the delivery was not complete, 
although the barge had arrived at and been tied up to the 
buyer’s wharf. 

Ordinarily when goods are to be shipped by the seller and 
at his expense, to the place of business of the buyer, such place 
is the place of delivery; but the prepayment of the freight by 
the seller does not conclusively show that the place of delivery 
is the buyer’s place of business. Dannemiller vs. Kirkpatrick 
(Pa.), 50 Atl. 928; Neemeyer Lumber Co. vs. Burlington, etc., 
R. Co. (Neb.), 74 N. W. 670. 

See Petroleum Products Distribution Co. vs. Alton Tank 
Line, 146 N. W. 52, on page 54 of which case the court said: 


The rule ordinarily is: Where goods are to be shipped by the 
seller to the town where the business of the buyer is conducted, 
that the seller is bound to deliver, if sent by train, on the tracks 
at the town designated in the order, and, as a general rule, delivery 
is complete when the goods are delivered in the cars, in the general 
reeeiving yards, and the purchaser notified of the fact. 

It does not appear that there were any tracks running to the 
place at which ultimately the defendants desired the goods for use 
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in their business. We think that delivery, at the place fixed jp 
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contract, at the town designated in the contract where the }y 252 
resides, or his business is conducted, where that is the only * Rea 
fixed by contract, is a complete delivery, and fixes the liability , Ri 
the defendant. If the defenadant desired it delivered at any mp, or | 
definite place than that stated ni the contract, he should hay, ,! im 
stated in his order, or should have given the plaintiff notice go 4, as r 
it might have been delivered there. The general rule is: Deliver fror 
at the place designated is a complete discharge of the seller's g ord 
gation. See Choctaw, etc., R. Co. vs. Colorado Fuel Co., 93 Fed, 1 259 
Missouri, etc., R. Co. vs. Pomeroy, 80 Ill. App. 144; Houdlette y oN 
Dewey, 200 Mass. 4109, 86 N. E. 790. v 
and 
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- 25118 


. 25260. Corona Silica, Inc., Rogers, Ark., vs. G. M. & N. etal 


- 25261. 


. 25263. D. E. Ryan Co., Minneapolis, Minn., vs. C. G. W. et al. 


. 25264. Albuquerque Natural Gas Co. et al., Dover, Del., vs. Alton 


. 25101, Sub. No. 1. 

























Sub. No. 1. The Davey Co., Inc., et al., Jersey City, N.J 
vs. Clinchfield et al. 

Rates in violation sections 1 and 3, paper board and bindey 
board, Jersey City, N. J., and Downington, Pa., to Kingspor 
Tenn., as compared with rates from Erie, Pa., Hopewell, We 
Point, Lynchburg and Richmond, Va., and Hartsville, S. C., an 
other points. Ask rates and reparation. 

25256. Public Service Commission of Wyoming, Cheyenne, Wyo, 
vs. A. T. & S. F. et al. 7 

Class rates in violation sections 1,3 and 4, between points in Wy, 
and points in Neb., Kan., N. D., S. D., Colo., Wyo., via inte. 
state routes, Minn., Wis., Ia., Ill., Mo., Ind., Mich., Ky., Va 
W. Va., O., Pa., N. Y., Del, Conn., R. 1, Mass., Vt., N. He 
and Me. as compared with rates enjoyed by competitors in Ne, 
Colo. and Kan. Asks rates. 

25257. Duval Texas Sulphur Co., 
Mexican. 

Unreasonable rates, sulphur, Byram, Tex., to Corpus Christi 
aan for export or coastwise movement. Asks rates and re. 
aration. 

25258. Cosden Oil Co., Fort Worth, Tex., vs. A. T. & S. F. etal 

Unreasonable charges, refined petroleum products, betwee 
Ark., Kan., Mo., Okla., and Tex. points, and other points. Ask 
reparation. 

, Ducyrus-Erie Co., South Milwaukee, Wis., vs. N. Y. ¢ 
et al. 

Unreasonable rates, Pa., 
N. Y. Asks reparation. 





Houston, Tex., vs. Tex 


on the 


power shovel, Erie, to Dannemor, 


Unreasonable rates, silica, Rogers, Ark., or St. Louis, Mo., ty 
Hobbs, N. M., and Jackson, Miss. Asks reparation. 
: Superior Zinc Corporation, Bristol, Pa., vs. Pennsylvania 
et al. 

Unreasonable rates and charges, zinc Sy -pretuate. points in 
Ind., O., and Ill., and from intermediate points and taking sam 
rates or basis of rates to Bristol, Pa. Asks rates and reparation. 


F «x _ R. Goodlatte & Sons, Inc., Delawanna, N. J., vs. B. & 

. et al. 

Unreasonable rates and charges, bulk clay, Bath, S. C., to Del A 
awanna, N. J. Asks reparation. at th 


Illegal and unlawful rates or charges, potatoes, Elysian, Minn, 
to Rolla, Mo. Asks reparation. 


et al. 

Unreasonable rates, pipes, pipe couplings and clamps, points in 
Okla., Pa., Ind., and O., to points in N. M., Tex. and Okla. Ask 
rates and reparation. 


Columbia Oil Co. et al., Columbia, Tenn., vs. 
A. G. S. et al. : 
Ratings, rates and charges in violation sections 1, 3 and 4 
petroleum and products, all principal producing points as name 
in Johanson’s I. C. C. 2361 in Ark., Kan., La., Okla. and Tex., to 
Athens, Columbia, Kenton, Pulaski, McMinnville and Springfield 
Tenn. Complainants’ competitors at Nashville, Knoxville, Jack- 
son and Chattanooga, Tenn., Louisville and Paducah, Ky., Cairo, 
Tll., Evansville, Ind., and Cincinnati, O., preferred. Ask rates 

and reparation. 


. 25233, Sub. No. 2._Montana-Dakota Utilities Co., Minneapolis, BR Chic; 
Minn., vs. C. & N. W. et al. 

Unreasonable rates and charges, smithweld pipe and fittings. 7 
Milwaukee, Wis., and/or North Milwaukee, Wis., to Mandan anf ’ 
other N. D. points, and Carlyle and Baker, Mont., and other con- as 
tiguous points. Asks rates and reparation. tion 
. 25265. Rainier Pulp & Paper Co., San Francisco, Calif., vs. East Sutt 
Tennessee & Western North Carolina et al. and 

Rates and charges in vidlation sections 1 and 4, woodpulp, of t 
Shelton, Wash., to Bemberg, Tenn. Asks cease and desist order ) 
and reparation. pres: 
. 25266. Reinhard Brothers Co., Inc., Minneapolis, Minn., vs. Bel (ij with 
Railway of Chicago et al. : Cent 

Unreasonable rates and charges, electric refrigerators and parts, © depe 
Muskegon, Mich., to Minneapolis, Minn., Minot, N. D., and Aber- 
deen, S. D. Asks rates and reparation. poin 
: 25267. Armour and Co. et al., Chicago, Ill., vs. C. M. St. P. &P. 0 
et al. ; . are 

Allege that if carriers are successful in suit seeking additional Cow 
charges, complainants will be subjected to unreasonable charges 
in connection with shipments of hogs, points in S. D. to Chicas, § befo 
Ill., Kansas City, Mo., and Sioux City, Ia., stopped for feed, wate? elec 
and rest at Yankton, S. D. Ask cease and desist order, etc. Anir 
, a Old King Coal Co. et al., Centerville, Ia., vs. C. B. & Q A] 
et al. . 

Rates in violation sections 1, 2 and 3, coal, Centerville, Ia., dis pan; 


trict to destination territory of the Missouri and Mississippi Spir 
Rivers including Neb., Kan., Ia. and Mo. as compared with = Kuh 
from producing districts of Ark., Okla., Ill, Kan. and Mo. As U 


rates and reparation. A dent 
k ~— Rossiter-Jarrett Furniture Co., Dayton, O., vs. B. & © addi 
et al. 

Rates in violation sections 1 and 3, furniture, Chicago, IL, Liti 
Dayton, O., as compared with rates to Cincinnati, O. Asks rate’ BR add: 


and reparation. 








ay 21, 1932 





lo. 25270. Calcite Quarry Corporation et al., Philadelphia, Pa., vs. 
: ing et al. : ‘ 
a oe violation sections 1 and 3, fluxing limestone or crushed 
or broken limestone, Myerstown, Pa., to points in Pa., O., and 
N. J., including Vulcanite, N. J., and the territory generally known 
as the Pittsburgh-Youngstown district, as compared with rates 
from points in and about Thomasville, Pa. Ask cease and desist 
order and rates. ; 
0. 25271. Comes  aoeel & Bag Mills Corporation, New York, 
J. Y., vs. A. C. et al. . ’ 
go en rates, wrapping paper and paper bags, in straight 
and mixed carloads, Rumford, Me., to Newark, . J., Phila- 
delphia and Harrisburg, Pa. Asks rates and reparation. 
95272. Cosgrove & Co., Chicago, Ill., vs. C. & N. W. et al. 
Unreasonable rates, bituminous coal, Panama, IIl., to Omaha, 
Neb. Asks reparation. 7 
25273. The Producers Cooperative Commission Association, Buffalo, 
N. Y., vs. C. C, C. & St. L. et al. : 
Rates and charges in violation sections 1 and 4, live stock, 
Sidney, Kenton, Urbana and Bellefontaine, O., to Buffalo, N. Y. 
Asks reparation. 
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Doings of the Traffic Clubs 


ine L.A. Downs, president of the Illinois Central, spoke on “The 
N. Lf present Outlook for the Railroads” at a luncheon of the Traffic 
| Nee lub of New Orleans at the Hotel Roosevelt May 17. To a con- 


iderable extent, he said, the future of the railroads depended 
Mpn the attitude of business men toward transportation problems. 
Regulation of competing transportation agencies and many other 
matters were referred to by him in that connection. He particu- 
arly decried the attitude that looks to government for relief 
rom all economic ills. “I think I may promise you,” he said, 
‘that, when and if the earnings of the railroads improve, you 
will see new advances in their operation and in their practices 
which will startle you if you are sold on the idea that the rail- 
oads are lacking in enterprise and modern ideas.” 
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The Transportation Club of Des Moines will hold its second 
annual “Des Moines Day” at the Hyperion Field Club May 24. 

variety of sports and other entertainment on the program 
promise a full day. There will be golf all day, numerous field 
events, cards, and luncheon and dinner. 


vania 


ts in 
same 





A golf outing will be given by the Traffic Club of New York 
at the Canoe Brook Country Club May 24. The program includes 
splay for the “C. A. Swope Trophy,” for members only, winner 
of the event to have his name engraved on the cup. 





“Missouri Pacific Day” was observed by the Traffic Club 
of St. Louis at a luncheon at the Jefferson Hotel May 16. Dr. 
Gus W. Dyer, dean of the School of Economics, Vanderbilt Uni- 
versity, Nashville, Tenn., was the speaker. Music was provided 
by the Diamond Jubilee Quartette and a seven-piece bagpipe 
orchestra. The Merchants’ and Manufacturers’ Association was 





* . guest of the club. 
~y 
oa A meeting designated “Export Night” will be held by the 


ate HS Transportation Club of Decatur at the Decatur Club May 25. 
T. E. Harris, manager, foreign freight traffic, Illinois Central, 
Chicago, will be the speaker. Dinner will be served. 





on-f  The Traffic Club of the Lancaster Manufacturers’ Associa- 

tion held its seventh annual banquet May 16 at the Hotel General 
ast Sutter, Lititz, Pa., with one hundred and seventy-five members 
and guests present. E. George Siedle, general traffic manager 
de Of the Armstrong Cork Company, Lancaster, was re-elected 

president. He acquired his early traffic experience in service 
Belt HP with the Bessemer & Lake Erie, Southern Railway and Illinois 
ots, I Central Railroad, in Pittsburgh. In 1917 he organized the traffic 
er‘ fe department of the Armstrong Cork Company, when he was ap- 

pointed traffic manager, and in 1930 he was made general traffic 
‘PES manager. Since its inception, he has been chairman of the 
- Hard-Surface Floor Covering Manufacturers’ Traffic Managers’ 
ges Council, and is a member of the Association of Practitioners 
before the Interstate Commerce Commission. Other officers 
elected were: Vice-president, K. C. Witmyer, traffic manager, 
Q. fi Animal Trap Company of America, Lititz; secretary-treasurer, 
; A. H. Spinner, district traffic manager, Armstrong Cork Com- 
pif Dany, Lancaster; board, Benjamin Herr, A. J. Kohler, A. H. 
sf Spinner, J. D, Mummert, C. F. Witmeyer, B. A. Boggs, Karl B. 
sk (} Kuhlman, Daniel Weinhold and C. B. Weise. B. A. Boggs, presi- 
0. dent of the Manufacturers’ Association, was toastmaster. An 

address of welcome was given by J. C. Brenneman, burgess of 
to Lititz, and T. Warren Metzger, mayor of Lancaster, made a brief 

address. Mr. Siedle reviewed the activities of the club in the 
last year. Entertainment consisted of a humorous address by 
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“Congressman” Heinie Shultz, of Hoboken; a motion picture 
of a hunting trip to northern Canada, by A. Hopkins, of Phila- 
delphia, a big-game hunter and adventurer; music, and vaude- 
ville. 





A noon luncheon of the Traffic Club of Minneapolis at the 
Nicollet Hotel May 5 was sponsored by the Twin City Women’s 
Traffic Club. Mrs. Manly Fosseen, Republican national com- 
mittee woman, was the principal speaker. Mrs, Kathryn W. 
Brooke, president of the women’s club, was chairman. The 
luncheon was designated “Washington Day” and there were red, 
white and blue decorations. 





At the weekly luncheon of the Oklahoma City Traffic Club 
at the Skirvin Hotel May 16, Wayne Campbell, head of the 
speech department, Oklahoma City University, was the speaker. 





An all-day golf tournament will be given by the Junior 
Traffic Club of Chicago at the Westmoor Country Club May 26. 
Luncheon and dinner will be served. 





A moving picture, “On Mighty Basswood Lake,” was shown 
at a luncheon of the Transportation Club of St. Paul at the 
Hotel Lowry May 17. 





“Retrenchment via Reorganization of Government” will be 
the subject of the speaker, Dr. Leonard D. White, professer of 
public administration, University of Chicago, at a luncheon of 
the Traffic Club of Chicago in its club rooms at the Palmer 
House May 23. 





The Traffic and Transportation Club of Philadelphia has 
elected the following officers: President, John Durney, Lucken- 
bach Steamship Company; vice-president, John U. Tait, Phila- 
delphia Tidewater Terminal; secretary, William A. Thompson, 
Jr., Pennsylvania Railroad; treasurer, C. L. Moore, Charles Len- 
nig and Company. ? 





At a luncheon of the Oakland Traffic Club at the Hotel 
Leamington May 17 Professor Charles Derleth, dean of the 
College of Engineering, University of California, spoke on “Struc- 
tural Plan for the San Francisco-Oakland Bay Bridge.” A mov- 
ing picture showing the construction of a Chevrolet automobile 
was displayed. 





The annual outing of the Pacific Traffic Association will be 
held at Schenkel’s Grove June 5. It will be an all-day affair, 
with a baseball game between the association and the Oakland 
Traffic Club as a main event. Numerous contests and sports 
will occupy the day, with dancing in the evening. 





The Transportation Club of Peoria will have a fish fry at 
the Fritz Luthy Grove May 26. 





At a recent luncheon of the Traffic Club of Wichita the 
following was unanimously accepted as representative of the 
club policy: 


1. To promote friendship and a better understanding between 
shippers and carriers. 

2. We believe it is economy for every business firm doing any 
considerable amount of shipping to employ a capable traffic man. 
Our organization will be pleased to suggest or furnish men equipped 
for such positions, 

We shall endeavor to keep the government out of business. 
This applies to ocean and inland waterways as well as all other 
business. 

4. We strongly urge politics be kept out of rate making. 

5. We demand equity in regulation for all transportation systems, 
including rail, water and highway. 

6. Reasonable and non-discriminatory railroad rates for shippers, 
but a rate level high enough to give the railreads the adequate reve- 
nue prescribed by law and the Commission. 

7. We shall endeavor to give an unbiased solution to all transporta- 
tion problems submitted by our members. 





Proposed amendments to its constitution will be considered 
at a meeting of the Indianapolis Traffic Club at the Board of 
Trade Library May 26. 





The annual golf outing of the Grand Rapids Transportation 
Club will be given at the Silver Lake Country Club June 9. 





The following slate of officers has been presented by the 
nominating committee of the Bridgeport Traffic Association to 
be voted on June 22: President, O. R. Perterson, Bay Company; 
vice-president, W. F. Brusche, McKesson and Robbins; secretary, 
Alpheus Winter, Manufacturers’ Association; treasurer, G. A. 
Ries, Jenkins Brothers Company; executive committee, E. F. 
Deyo, E. I. DuPont de Nemours and Company; F, X. Rizy, Dicta- 
phone Corporation; J. F. McDevitt, General Electric Company; 
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NORTHWEST 


Two routes, via the White 
River Valley and the Arkan- 
sas River Valley to Ft. Smith, 
Kansas City, Colorado and the 
Pacific Coast. 


EAST 


To Memphis with connections 
to the southeast. 


NORTH 


To St. Louis with connections 
to the north and east. 


DEPENDABLE 

FREIGHT AND 

PASSENGER 
SERVICE 














ON AMERICA’S 


INDUSTRIAL FRONTIER 


... Within 36 hours, by rail, of 
the Atlantic seaboard, and only 
12 to 24 hours from intermedi- 
ate cities ... Animportant job- 
bing and concentration center 
for an area leading in the pro- 
duction of Cotton - Clay and 
Wood Products - Coal - Peaches 
Strawberries - Poultry - Rasp- 
berries- Tomatoes-Bauxite-Oil- 
Marbleand Lime. Thereisample 
supply of natural gas and hydro-electric power 
for unlimited industrial expansion. 


In Little Rock is the largest single line passenger 
terminal in the country, operated by the Missouri 
Pacific whose freight and passenger service radiates 


SOUTHWEST 


To Texarkana, Dallas, Arizona 
and Southern California. 


SOUTHEAST 
Via the Arkansas River Valley 
to New Orleans. 


SOUTH 


To Houston, Galveston, the 
Rio Grande Valley, Waco, 
Austin, St. Antonio, Mexico. 


“A SERVICE INSTITUTION” 


MISSOURI PACIFIC STAGES 


Auxiliary to Missouri Pacific Lines 


BUS SERVICE NORTH - SOUTH - EAST-WEST 











S. J. Heneghan, Bridgeport Hardware Manufacturing Corp 
tion; C. A. Moore, Moore’s Storage Warehouse. 








The Traffic Club of St. Louis will hold its last wee, 
luncheon before the summer vacation at the Jefferson Hoy 
May 23. A letter protesting the high cost of government a 
calling for economy has been addressed to local and natioyiy 
legislative representatives and otherwise received publicity, 





The Traffic Club of Wichita has discontinued its wee i 
luncheons until after the summer vacations. Members yj 
attend the annual “party” of the Traffic Club of Abiline at th 
Abiline Country Club May 26. 





Personal Notes 





Henry Jastremski, secretary of the Louisiana Public Service® 
Commission and its predecessors for the last twenty-one yean 
died at his home in Baton Rouge May 15. He was sixty-thre)y 
years old. % 

Eugene L. Hart has been appointed manager of the Atlan 
Freight Bureau, succeeding Harry T. Moore, who died. Mt 
Hart has been with the Bureau for eleven years, having serve 
as assistant traffic manager for nearly ten years. 

The title of H. D. Wilkerson, commercial agent, Norfolk 
and Western, at Pittsburgh, has been changed to that of ge- 
eral agent. The position of commercial agent at Pittsburg 
has been abolished. 

The Academy of Advanced Traffic, New York, held it! 
graduation exercises the evening of May 7 in the Traffic Chi 
rooms at the Park Central Hotel. T. T. Harkrader, traffic direc. 
tor of the American Tobacco Company and President of the 
Associated Traffic Clubs of America, was the speaker. Among 
the guests were G. R. Martin, executive vice-president, Grea 
Northern Railway, and Mrs. S. O. Seamer, president of th 
Women’s Traffic Club of Greater New York. Prizes for at 
taining the highest scholastic record were awarded to Francis 
C. Tighe, Southern Pacific Lines, and Robert E. Votteler, o 
the D. L. and W. W. J. Mathey, chairman of the Shipper} 
Conference of Greater New York and dean of the faculty oF 
the Academy, presided. t 

Walter M. Haenssel has been appointed district freight 
representative, B. & O., at Tulsa, Okla. 

W. L. Trammell, traffic manager, General Cable Corporatiol, 
New York, has been elected vice-president of the company. 

Edward S. Reach has been elected president of the For 
warding Agents and Foreign Freight Brokers’ Association 0 ’ 
New Orleans, succeeding G. R. Williams. Other officers electe 
are: Vice-president, P. B. Lusk; secretary, L. N. Hatry; treas 
urer, H. G. Shears. 

William M. Rhett, general foreign agent, Illinois Central 
has been retired from active service at the age of seventy, after 
more than fifty years of service. Thomas E. Harris has beel 
appointed manager of foreign freight traffic, with headquartels 
at Chicago. ; 

Commencement exercises for the graduating class of tlef 
American Freight Traffic Institute will be held in the club 
rooms of the Traffic Club of New York at the Park Central 
Hotel May 21. Addresses will be made by Louis M. Porte, 
general traffic manager, Fruit Dispatch Company, and presidel! 
of the Traffic Club of New York, and Edward F. Neagle, general 
development agent, Lehigh Valley. Mr. Porter will speak 
“The Future of Transportation,” while Mr, Neagle’s subject wil 
be “The Railroads and the Public.” The valedictory, “The 
Work Ahead,” will be given by Andrew J. Lilliedahl. 

Hunter A. Manning, traffic manager, Atlanta Paper Cot 
pany, has announced his candidacy for a place on the Georglé 
Public Service Commission, to succeed Calvin W. Parker, who 
died. Mr. Manning will oppose Jule Felton, Jr., who was 4 
pointed by Governor Russell to fill the unexpired term of M. 
Parker, and who will be a candidate in the election. 


SOUTHWEST ADVISORY BOARD 


The ninth annual meeting of the Southwest Shippers’ At 
visory Board will be held at the Youngblood Hotel, Enid, Oki. 
May 24. In addition to commodity committee reports estimatié 
carloadings in the territory for the third quarter of the ye 
reports of railroad representatives, and other routine business 
there will be addresses by J. E. Gorman, president of the Rott 
Island, J. H. Johnston, and Ford C. Harper. The latter wil 
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world. 


SERVICE 
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Ships 


FOR 


SPEED 
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FIRST AGAIN! 
HOUSTON 


2.000.000th 
bale far ahead of country 


and 16 days ahead 


of own record! 


When Houston shipped her two 
millionth bale of cotton of 
February 29th she was half a 
million bales ahead of her near- 
est competitor. 


The Far East Demand 
for this staple con- 
tinues steady and bids 
fair to set permanent 
records before the sea- 
son closes. 


Houston’s excellent port, trans- 
portation and warehousing 
facilities have made Houston 
the largest spot cotton market 
and the first cotton port in the 


Ship Cotton Through 


HOUSTON 


SAVINGS 
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speak on “America at the Crossroads,” and Mr. Johnston yj 
speak on “Railways and Waterways.” 
General transportation conditions will be reviewed by L, y 
Betts, car service division, American Railway Association, Wag). ‘ 
ington, D. C. R. W. Edwards, district manager, Will discus 9 
conditions local to the board. Cecil E. Munn, general chairmay 
will preside. Officers will be elected. 
Members of the board have been invited to attend the a. 
nual banquet of the Oklahoma Grain Dealers’ Association, to } 
held in Enid that evening. j 






























TEXAS ROAD ABANDONED 


After more than fifty years of operation the Rio Grande g 
Eagle Pass Railroad has been abandoned by authority of th. 
Texas Railroad Commission. This line was constructed primarily 
for the purpose of affording a transportation outlet for the coq) 
mines on the Rio Grande above Laredo. While the road is only | 
25 miles long it was, for many years, a profitable enterprise, 
With the development of natural gas in the Laredo district ani 
in various other parts of the state, the demand for coal decrease 
until it is no longer profitable to operate the mines. The towns, 
particularly Darwin, the northwestern terminus of the railroa(, 
dwindled in population, with a consequent decrease of passenger | 
revenue from $6,783 in 1920 to $492 in 1931. e 


GAS-ELECTRIC TRAINS 


Through service by gas-electric train between New Orlean; | 
and Jackson, Miss., has been inaugurated by the New Orleans & | 
Great Northern, now a subsidiary of Gulf, Mobile & Northen, 
The line has been operating this type of train in local service © 





.with satisfactory results. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period i 
April 15-30, inclusive, was 728,294 as compared with 727,434 cars 7 
in the preceding period, according to the car service division 7 
of the American Railway Association. It was made up as 
follows: 

Box, 307,378; ventilated box, 1,870; auto and furniture, 53,905; 
total box, 363,153; flat, 23,142; gondola, 172,375; hopper, 122,067; total 
coal, 294,442; coke, 1,313; S. D. stock, 24,631; D. D. stock, 4,334; re- 
frigerator, 14,865; tank, 576; miscellaneous, 1,838. 

Canadian roads reported a surplus of 43,750 cars, made up 
of 37,600 box, 2,025 auto and furniture, 1,075 flat, 500 gondola, 
1,400 S. D. stock, 450 refrigerator and 700 miscellaneous cars. 


COMMERCIAL STOCKS OF COAL 


Commercial stocks of bituminous coal, which is used largely 
for industrial purposes, amounted to 30,050,000 tons on April 
1, 1932, according to the quarterly survey just completed by 
the United States Bureau of Mines. In comparison with the 
stocks on January 1, this was a decline of 5,450,000 tons. In © 
comparison with the same date a year ago, when stocks 7 
amounted to 29,500,000 tons, the present reserves show an in- fF 
crease of 1.9 per cent. In the meantime, however, consumption 
has been declining, so that in terms of days’ supply the present 
stocks are substantially greater than those of a year ago. 

In addition to the tonnage in the hands of consumers on 
April 1, there was 5,012,000 tons of bituminous coal in storage 
at the head of Lakes Superior and Michigan, 1,814,000 tons 
standing in cars unbilled at the mines, and an unknown quantity 
amounting to several million tons in cars en route to destination. 





CHANGES IN DOCKET 


Hearing in I. & S. 3661 (and 1st supplement), iron or steel pipe 
in W. T. L. territory, and No. 25209, Babcock & Wilcox Tube Co. 
et al. vs. A. & W. Ry. et al., assigned for May 16 at Chicago, Ill. 
before Examiner Johnson was canceled and reassigned for June 13, 
at Chicago, Ill., before Examiner Fuller. 

Hearing in I. & S. No. 3734, clam and mussel shells from Ark- 
ansas, assigned for May 21, at Muscatine, Ia., before Examiner 
Clifford, was cancelled and reassigned for May 31 at Keokuk, I[a., 
before Examiner Clifford. ; 

Hearing in No. 24790, Alemite Corp. vs. B. & O. R. R. et al. ke 
assigned for May 19, at Chicago, Ill., before Examiner Johnson, was . 
a and reassigned for June 16, at Chicago, before Examiner 

uller. 


POSITIONS WANTED OR OPEN 


WANTED by LaSalle graduate, position in traffic department; 
cut $30,000 from operating expenses last year; age 35. Address, I. 
E. 360, care Traffic World, Chicago, IIl. 


The abstracts of tariff filings, rejections, suspen- 
sions, ete., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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4 ing distance is measured in time rather than in miles. 
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ve e Accordingly the fast merchandise trains of the Norfolk 
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-| NORFOLK AND WESTERN RAILWAY 
PRECISION TRANSPORTATION 





ROANOKE - VIRGINIA 















PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 











































Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) hay 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than hersi, 
shown will not bear asterisks when they do appear. Cancellation 





and postponements announced too late to show the change in thi | 


Docket will be noted elsewhere. 


May 23—Kansas City, Mo.—Director Bartel: 
Ex Parte 104, part Il—Terminal services (further hearing). 


May 23—Los Angeles, Calif.—Examiner Bardwell: 
Ex Parte 104, part II—Terminal services (further hearing). 


May 23—Houston, Tex.—Examiner Berry: 

Ex Parte No. 104, part 1—Railroad fuel (inquiry to be made o 
following carriers): Texas & New Orleans R. R., Beaumont, Sou; 
Lake & Western Ry., New Orleans, Texas & Mexico Ry., Orange 
& Northwestern R. R.. St. Louis, Brownsville & Mexico Ry, 
San Antonio, Uvalde & Gulf R. R., International-Great Norther 
R. R., Texas & Pacific Ry., Louisiana & Arkansas Ry., Louisiana, 
Arkansas & Texas Ry., Wichita Falls & Southern R. R., Texas. 
Mexican Ry., Burlington-Rock Island R. R., Galveston Wharf (o. 

“7 23—Washington, D. C.—Examiner Bradford: 
inance No. 5907—Excess income of Chicago & Illinois Westem 
Railroad. 

May 23—Argument at Washington, D. C.: 

24569—Concrete Pipe & Products Co., Inc., vs. A. C. L. R. R. et ai, 

24616—Ralston Purina Co., Inc., vs. A. & S. Ry. et al. 


May 23—Boston, Mass.—Examiner Cassidy: 

—— Iron & Metal Co., Inc., vs. N. Y. N. H. & H.R. R. 

e a 
May 23—Chicago, Ill.—Examiner Johnson: 
25066—Jewel Tea Co., Inc., vs. B. & O. R. R. et al. 
25058—Jewel Tea Co., Inc., vs. E. J. & E. Ry. et al. 
May 23—Jackson, Miss.—Examiner Peterson: 
24721—Port Gibson Oil Works, Inc., vs. C. & G. Ry. et al. 
May 23—Plymouth, Ind.—Examiner Colvin: 
25092—Edgerton Manufacturing Co. va. A. A. R. R. ot al. 
May 23—Kansas City, Mo.—Examiner Witters: 
1—United Brick & Tile Co. vs. A. T. & S. F. Ry. et al. 
24668—S. A. Maxwell & Co., Inc., et al. vs. Alton R. R. et al. 
23—Salt Lake City, Utah—Examiners Stiles and Parker: 
7 ccc Packing & Provision Co. et al. vs. C. & N. W. Ry. 
et al. 
May 23—Philadelphia, Pa.—Examiner Mackey: 
24943—Wilbur H. Engle vs. C. & N. W. Ry. et al. 
May 23—Rock Island, Ill.—Examiner Clifford: 

23887—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. (further hearing 
for purpose of determining amount of reparation due complain- 
ant under findings). 

May 23-25—Salt Lake City, Utah—Examiners Stiles and Parker: 

17000, part 9—Rate structure investigation, western district rates 
(and cases grouped therewith) (further hearing). 

May 24—East Jordan, Mich.—Examiner Sullivan: 

Finance No. 8974—East Jordan & Southern R, R. abandonment (fur- 
ther hearing). 

Finance No. 9230—Application of Michigan Central R. R. et al. 
for a certificate to abandon the East Jordan Branch in Crawford, 
Otsego and Antrim counties, Mich. 

May 24—Chicago, Ill—Examiner Johnson; 
hicago Macaroni Co. vs. C. & N. W. Ry. et al. 
May 24—Argument at Washington, D. C.: 
24077—Georgia Public Service Commission vs. Ry. Express Agency, 


Inc. 
24217—U. S. Fisheries Assn. vs. A. C. & Y. Ry. et al. 
24673—D. J. Donati, Jr., and L. N. Donati, co-partners, trading as 
Fibreboard Containers Co., vs. B. & O. R. R. et al. 
May 24—Galesburg, Ill.—Examiner Clifford: 
24654—-Abingdon Sanitary Mfg. Co. et al. vs. A.-J. R. R. et al. 
May 24—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14657—Filed by B. T. Jones, agent. 
May 24—Philadelphia, Pa.—Examiner Mackey: 
24860—Perishable Shippers’ Assn., Inc., vs. B. C. & A. Ry. et al. 
May 24—Kansas City, Mo.—Examiner Witters: 
25112—Pan American Feed Co. vs. A. T. & S. F. Ry. et al. 
May 25—Washington, D. C.: 
135—Intrastate freight rates and charges (adjourned hearing to 
receive testimony of E. G. Buckland, president of railroad credit 
corporation, on behalf of the respondents). 
ay 25—Argument at Washington, D. C.: 
inance No. 3733—Excess income of Fort Worth Belt Ry. 
May 25—Butte, Mont.—Examiner Haden: 
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Fourth Section App. No. 14488—Filed by Great Northern Ry. and 


others—In re petroleum and petroleum products, carload, from 
Casper, Illco, Glenrock, Lovell, Greybull, Coday, Osage, Wyo., to 
points in Montana. 
May 25—Chicago, Ill.—Examiner Johnson: 
24924—Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F. Ry. et al. 
May 25—Kansas City, Mo.—Examiner Witters: 
22690—Fredonia Linseed Oil Works Co. vs. A. & S. Ry. et al. 
May 25—Lima, O.—Examiner Colvin: , 
24920—-Malta Mfg. Co. vs. B. & O. R. R. et al. 
May 25—Washington, D. C.—Examiner_ Warren: 
— No. 3985—Excess income of Wharton & Northern Railroad 
Oo. 
May 25—New Orleans, La.—Examiner Peterson: 
24827—Southport Corp., Inc., vs. La. Ry. & Nav. Co. et al. 
May 25—Galesburg, Ill.—Examiner Clifford: 
25081—Charles Nunn vs. A, T. & S, F. Ry. et al. 


May 25—New York, N. Y.—Examiner Cassidy: 
25103—International Paper Co. et al. vs. A. C. & Y. Ry. et al. 
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If time is worth money to you— 
you should be a subscriber to 


=) | THE DAILY TRAFFIC WORLD 
‘| and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, shippers or 


h liv F full i ati 
vaste and t . deli indies ull information The famous Huntington Lines are protected by pads of soft, 


into your hands. That is why sO many white Kimpak. (Note that illustration does not show paper bag 

. ¥ : a used as dust and weather protection. Direct contact of Kimpak 
railroad and industrial traffic men are with finish is obtained by tearing the bag at contact points.) 
regular DAILY subscribers. 





They know they can depend on the DAILY Padd ed with Ki m pa k 


to bring them first news of the decisions and 

4 proposed reports in which they have a 0 . 

zi special interest. They know it will keep or 0 pro ec ion 
i them in touch with the hearings in important 


cases—just as ifthey had their own represent- 
ative at the Commission, or at meetings Tell your prospect that the shipment he receives 


elsewhere, to keep them posted. from you ‘Sis padded with Kimpak for as nearly 
as possible 100% protection’’ from those surface 
damages—scratches, print marks, etc.—usually 
incurred in transit. No more expensive refinish- 
ing as a result of shipping damages. For you 
this means dealer good will, in addition to sav- 
ings in time, labor and cost of materials. Kimpak 
u- The DAILY service is the busy traffic man’s is economical because quickly and easily applied. 
right hand man. It is the idea! combination 
of a prompt, all-inclusive news service and 
a complete group of personal, intelligent 
traffic services. Ask any subscriber, and he 
will tell you that it takes the place of an 


Ry. & 
They know too, that when they want a copy 
of a decision or report, or detailed informa- 

ing § tion about any rate matter or proceeding, 

they can write or wire our Special Service 

Department—and get it quickly. 


ites 


‘Sis Ee 


Free offer: If you do not already use Kimpak 
make a test in actual packing and shipping— 
mail coupon for sufficient Kimpak free to try. 
We'll leave the decision to you as to what service 


rd, 


oO 
< 
i S UIIRGRS TS ss oro 


as expert traffic assistant at a fraction of the Kimpak will perform. Send coupon TODAY. 
expense. 
. . . d 
7 The cost is reasonable because it is spread 
7 : over a large number of organizations whose l I ! ) a 
al. e ee ”» a 
e service requests are grouped to minimize 
se REG. U.S. PAT. OFF. & FOREIGN COUNTRIES 
4 expense. . 
«E Crepe Wadding 
at Ask us to place your name on the DAILY 
: mailing list for two weeks, without obliga- PP eee 
: tion, and to send you complete information r | 
nd f b t h . | . hi h : MAIL THIS COUPON—attached to your letterhead TWs 
om about the special services which are in- Kimberly-Clark Corp., Mfrs., Neenah, Wis, 
to F cluded with every subscription. Address nearest sales office at 


122 E. 42nd St., New York City 


‘. THE DAILY TRAFFIC WORLD 


8 South Michigan Ave., Chicago | 
Please send suitable samples of Kimpak for packing. | 
| 


| and TRAFFIC BULLETIN COMPRIS 655 ois 80 00 4856-003 50005 6500 sed we esreseeeye sosenssesseeee 
“7 Published by NEN sic stcnsitiniiccaliineasnbestiainninamBlaeuiaia 
The Traffic Service Corporation NN a rapnicccticeecndiainkntenttinnintteniaindiieiecniaeapeamias | 


418 South Market Street Chicago 
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3 NEW ELECTRIC LINERS 


: 3 PF NAS 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
California .. May 28;July 9 Pennsylvania. June 4; July 16 
Virginia ... June1l; July 23 California . . June 18; July 30 
Pennsylvania. June 25; Aug. 6 Virginia ... July 2; Aug. 13 
and fortnightly thereafter 
“from Los Angeles 2nd day following 


fonama facifie line 


‘ ALL NEW STEAMERS + 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 North Michigan Ave. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
San Francisco, 687 Market St. Los Angeles, 548 S. Spring St. 
Cleveland, 616 E. Superior Ave. San Diego, 1030 Fourth St. 


ALL 33,000 TONS IN SIZE 





for Time 


In present day business, time is the 
vital factor. Getting your goods to 
the buyer as speedily as possible builds 
business for you. American Mail Line 
President Liners travel the short, fast 
route to and from the Orient. Sched- 


ules are regular and dependable, person- 


nel is alert and competent. Route your 
cargoes via American Mail Line for 
speed and safety. 


In addition, a fleet of fast cargo liners 
makes frequent sailings to Japan, China 
and the Philippines. 

For full information, apply{desk No. 6 


32 Broadway ........seseeeeee- New York 
1714 Dime Bank Bldg.......0.++- Detroit 
110 S. Dearborn St Chicago 
Union Trust Bldg. Arcade...... Cleveland 


General Freight Office 
740 Stuart Building...............Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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«| 26—Kansas City, Mo.—Commissioner Aitchison: 
12358—Texas Livestock Shippers’ Protective League et al. vs, Dee 
rector General, as agent, A. & S. Ry. et al. (and cases groupe: © 
therewith) (further hearing, for purpose of supplementing record a 
already made). Y 
May 26—San Francisco, Calif.—Examiner Bardwell: & 
Ex Parte 104, part IIl—Terminal services (further hearing). 4 
May 26—Washington, D. C.—Examiner Curtis: 4 
25015—Roanoke Gas Light Co. et al. vs. N. & W. Ry. et al. 
May 26—Mobile, Ala.—Examiner Peterson: 
Fourth Section Application No. 14618, filed by J. E. Tilford. 
May 26—Washington, D. C.—Examiner Quimby: = 
Finance No. 3677—Excess income of Chicago Short Line Ry. Co | 
May 26—Kansas City, Mo.—Examiner Witters: 
25084—-Kansas City Pump Co. et al. vs. Alton R. R. et al. 
25189—Kansas City Gas Company vs. A. G. S. R. R. et al. 
May 26—New York, N. Y.—Examiner Cassidy: 
24914 (and Sub. 1)—Puget Sound Pulp & Timber Co. et al. vs, B. é 
O. R. R. et al. 
May 26—Washington, D. C.—Examiner Borroughs: 
— No. 3792—Excess income of Kosciusko & Southeastern R. p 
o. 


st ae aed 


¥ 


May 27—Argument at Washington, D. C.: 
‘ 22120—Interstate Commerce Commission vs. Southern Ry. 
May 27—Billings, Mont.—Examiner Haden: 

24382—-Yale Oil Corp. vs. C. B. & Q. R. R. 
May 27—Chicago, Ill.—Examiner Johnson: 

24847—-Chicago Live Stock Exchange vs. A. T. & S. F. Ry. et al. 
May 27—Cincinnati, O.—Examiner Colvin: 

25089—-L. & N. R. R. vs. C. N. O. & T. P. Ry. 
May 27—New York, N. Y.—Examiner Cassidy: 

24782—Southern Kraft Corp. et al. vs. A. C. & Y. Ry. et al. 


May 27—Keokuk, Ia.—Examiner Clifford: 
24976—Bartholomew Bros. vs. C. B. & Q. R. R. et al. 
24977—-Linquist Bros. vs. C. B. & Q. R. R. et al. 


May 27—Kansas City, Mo.—Examiner Witters: ; 
“Ts Sub. 1 and 2)—Shale Hill Brick & Tile Co. vs. C. B, 


“a 


picitest 


setae 


R. et al. 


| 28—Washington Court House, O.—Examiner Sullivan: ee 
inance No. 9187—Application of D. T. & I. R. R. for a certificate 7 
Petting abandonment of a line from Jeffersonville to Port 7 
illiam, O. ee 


May 28—Cincinnati, O.—Examiner Colvin: y 
23652—Rathkamp Bros. Co. et al. vs. N. & W. Ry. et al. (Further 
hearing solely for purpose of et complainants to show | 
where complainants’ competitors obtained their coal and to show |) 
specific instances in which sales have been lost by reason of © 
freight rates in favor of complainants’ competitors, i. e., where | 
there is undue prejudice now.) 4 
25029—O. A. Smith, Agency, Inc., vs. I. C. R. R. et al. 


May 28—Sheffield, Ala.—Examiner Peterson: ’ 
ae yee Grocery Co. of Huntsville, Ala., et al. vs. A. GS. F 
~ ae. Ct al. ; 
25100—Alabama Grocery Co. of Huntsville, Ala., et al. vs. A. T. & 
S. F. Ry. et al. 
May 28—Keokuk, Ia.—Examiner Clifford: 
25054—-Standard Soy Bean Mills vs. C. B. & Q. R. R. et al. 
May 30—Sheffield, Ala.—Examiner Peterson: 
24945—Muscle Shoals White Lime Co. vs. A. G. S. R. R. et al. 
May 31—St. Louis, Mo.—Examiner Witters: 
|. & S. 3741—Off-track stations in St. Louis. 
1. & S. 3729—Allowance for drayage in St. Louis district. Vy 


May 31—Troy, N. Y.—Examiner Sullivan: 
Finance No. 9026—Application of Greenwich & Johnsonville Ry. 
for authority to abandon a part of its railroad. iff 
May 31—Minneapolis, Minn.—Director Bartel: F 
Ex Parte 104, part II—Terminal services (further hearing). ee 
May 31—Portland, Ore.—Examiner Bardwell: a 
Ex Parte 104, part II—Terminal services (further hearing). ‘ 
May 31—Wolf Point, Mont.—Examiner Haden: ; 
24168—Westland Oil Co. vs. G. N. Ry. et al. ‘ 
May 31—Keokuk, Ia.—Examiner Clifford: g 
1. & S. 3734—Clam and mussel shells from Arkansas. 
May 31—Chicago, Ill.—Examiner Johnson: ia 
1. & S. 3715—Packing house products eastbound from W. T. L. | 


points. 
25143—Swift & Co. et al. vs. N. Y. C. R. R. et al. 
May 31—Sheffield, Ala.—Examiner Peterson: 4 
24968—Florence Wagon Co. vs. Southern Ry. ‘ 
25051—Farmers Fertilizer Co., Inc., et al. vs. B. & O. R. R. et al. . 





June 1—St. Louis, Mo.—Examiner Witters: & 
1. and S. 3720, and ist sup. order—Railway material in southwest. . ( 
June 1—Duluth, Minn.—Director Bartel: be ‘ 


Ex Parte 104, part II—Terminal services (further hearing). 


June 1—Washington, D. C.—Examiner Booth: 
Finance No. 6692—Excess income of Alton & Eastern R. R. Co. 


June 1—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 14675—Filed by C. C. C. & St. L. RY. 
and L. & N. R. R. 
Fourth Section Application No. 14686—Filed by C. C. C. & St. L ( 
Ry. and L. & N. R. R. : 
June 1—Sheffield, Ala.—Examiner Peterson: ; 
25059—Alabama Asphaltic Limestone Co. vs. A. & B. B. R. R. et 4} 
June 1 and 2—Argument at Washington, D. C.: 
22455—In the matter of reciprocity in purchasing and routing. 


June 2—Burlington, Vt.—Examiner Mattingly: a 
1. & S. 3130 (Part 11)—Stone, southwestern rates, and consolidate 
cases (adjourned hearing). _ 
* 1. & S. No. 3745—Granite and marble, New England to the west 
June 2—Washington, D. C.—Examiner Brown: , ‘ 
Finance No. 3658—Excess income of Cement Tolenas & Tidewate 
R. RB. Co. 
June 2—Burlington, Vt.—Examiner Mattingly: 


* 19656—James O’Meara et al. vs. B. & O. R. R. et al (further hearing, 
in connection with I. & S. 3130, part 11, stone, southwestern rates). 
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ENE NER 


Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 


New York to VERA CRUZ, MEXICO 


Through Bills of Lading to all points on the Mexican 
Railway or National Railways of Mexico 


Fortnightly sailings from 
New York to PROGRESO, TAMPICO and PUERTO MEXICO 


WARDOLINE 


New York and Cuba Mail S. S. Co. 
Ft. of Wall St., New York City 


* * * 





Distribution 


eer 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS» 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 























SOO TERMINAL WAREHOUSES 


Candy Stored All Year—Trackage—Complete Service 
—Merchandise Stored—Pool Cars Distributed. 











Seven city blocks of ground floor with office and 
warehouse space in individual units. Your Chicago 
branch can be properly housed with us. No cartege 
charges for deliveries to carriers on reshipments— 
Tunnel station in our warehouse. 



















519 W. Roosevelt Road 
Chicago Illinois 
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CALMAR LINE 


INTERCOASTAL SERVICE 











SAILS ARRIVES 
STEAMER | 
age slae 
No. |Baltimore: Hoes 








YORKMAR | 16 
LOSMAR 
VERMAR 8 
TEXMAR 16 
FLOMAR 9 |June 25/June 29j/July 21jJuly 25|July 27j)July 31ljAug. 3 
PORTMAR | 9 jJuly 9jJuly 13/Aug. 4jAug. 8jAug. 10j/Aug. 14/Aug. 17 
ALAMAR 9 |July 23/July 27jAug. 18/Aug. 22/Aug. 24j/Aug. 28/Aug. 31 


(Subject to change without notice) 


TIME IN TRANSIT 
REDUCED 


A Vessel Every Fourteen (14) Days 
Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 

MOORE & McCORMACK CO., INC., SWAYNE & HOYT, LTD., Agents 
Gen. Agts. Los Angeles, Cal., 410 Chamber of Com- 
Baltimore, Md., 15 S. Gay St. merce Bidg 


SAILED | SAILED |May 23|/May 26|/May 28/June ljJune 3 
SAILED | SAILED |June 9/June 13|/June 15j/June 19]/June 22 


Chicago, Ill., 140 S. Dearborn St. Oakland, Cal., ist and Market Sts. 
Detroit, Mich., 2001-2 Industrial Bk. Bidg. Portland, Ore., 917 Board of Trade Bidg. 
New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 
Philadelphia, Pa., Bourse Bidg. Matson Bidg. 
Pittsburgh, Pa., Oliver Bldg. Seattle, Wash., 1519 Railroad Ave., South 
Regular Piers 
Atlantic Coast Pacific Coast 


Los Angeles—230-B Terminal Island 
Baltimore—Pier 7, Port Covington, West- Oakliand—Howard Terminal 
ern Md. Ry. Portiand, Ore.—No. { Oceanic Terminal 
San Franclsco—Pier No. 48-B 
Philadelphia—Pler 27-N, Reading Co. Seattle—Atlantic Dock Terminal 


Accurate 


TRAFFIC MAPS 


1. Map of the United States, showing all classification and freight 
association territories: 26x38 inches; with appendix containing a list 
of classifications applying on intrastate traffic, directions for extra- 
territorial application of interstate classifications, literal descriptions 
of classification territories, and technical descriptions of boundaries 
of freight association territories. $1.00. 

2. Official Guide Map, showing railways and steam navigation 
lines of the United States, Canada, Mexico, Cuba, and in separate 
inserted maps, Alaska, the Philippines, Hawaii, Central America, 
Porto Rico, etc.; 40x54 inches. $1.50. 


3. Mileage map of C. F. A. and contiguous territory: 40x42 
jnches. $1.00. 


4. Map of junction and terminal points in C. F. A. territory and 
adjacent junction and terminal points: 38x30 inches. $1.00. 


5. Map of percentage groups in Central Freight Association ter- 
ritory for eastbound freight rates: 40x42 inches. $1.00. 


6. Map of percentage groups in Central Freight Association ter- 
ritory for westbound freight rates: 40x42 inches. $1.00. 


7. Map showing groupings of eastern and middle western points 
on traffic destined to Transcontinental Freight Bureau territory: 
26x38 inches. $1.00. 


8. Map of southbound rate groups in Trunk Line territory: 40x42 
inches. $1.00. 


9. Map of eastbound rate groups in Trunk Line and New England 
territories: 40x42 inches. $1.00. 


10. Map of westbound rate groups in Trunk Line and New Eng- 
land territories: 37x41 inches. 00. 


11. Revised Chicago Switching District Map. $1.00. 
Send remittance with order to 


THE TRAFFIC WORLD 
418 South Market Street Chicago, Illinois 
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June 2—Sheffield, Ala.—Examiner Peterson: 
25101—Elk Oil Co. et al. vs. A. G. S. R. R. et al. 
June 3—St. Louis, Mo.—Examiner Witters: 
|. & S. 3742—Lime from, to and between the southwest. 
June 3—San Francisco, Calif.—Examiner Berry: ; 
Ex Parte 104, part 1—Railroad fuel (inquiry to be made of following 
carriers): Southern Pacific Co., Northwestern Pacific R. R., 


LAW 


Study at home 


Legally trained men win high positions and big suc- 
cess in business and public life. Be independent. 
Greater opportunities now than ever before. Big cor- 
porations are headed by men with legal training. 

We guide you step by step. You can train at home 
during spare time. Degree of LL.B. conferred. Suc- 
cessful graduates in every section of U. S. We furnish 
all text material, including fourteen-volume Law Li- 
brary. Low cost, easy terms. Get our valuable 64-page 
“Law Guide” and ‘Evidence’ books free. Send for 
them NOW. 


LaSalle Extension University, Dept. 595-L, Chicago, Ill. 


The World’s Largest Business Training Institution 














TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
713 Mills Bldg. Specialists 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
te Rates—Consolidatiens and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE eee ates eee 


COMMERCE Fermerly Attorney and Examiner 


Interstate Cemmerce Commissien 
COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 


Valuation 
Experts 
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Western Pacific R. R., Spokane, Portland & Seattle Ry., San 
Diego & Arizona Ry., Spokane International Ry. 


June 3—Seattle, Wash.—Examiner Bardwell: ’ 
Ex Parte 104, part Il—Terminal services (further hearing). 


June 3—Argument at Washington, D. C.: aor 
a — on raw dolomite and fluxing stone within the stat, 
oO hio. 
23832 (and Sub. No. 1)—Marble Cliff Quarries Co. vs. P. R. R. et a), 


June 4—Nashville, Tenn.—Examiner Peterson: 
24840—East Tennessee Sand & Gravel Co. vs. Southern Ry. et al, 


June 6—Washington, D. C.—Examiner Fleming: 
i. & S. 3718—Export and import rates to and from southern ports, 


June 6—Nashville, Tenn.—-Examiner Peterson: 
22548—Farris Hardwood Lumber Co. et al. vs. L. & N. R. R. et al, 
(Further hearing solely as to interterritorial rates.) 


June 6 (until completed)—Chicago, Ill.—Examiners Stiles and Parker: 
17000, part 9—Rate structure investigation, western district rate; 
(and cases grouped therewith) (further hearing). (No proposeg 
report will be issued.) 
June 6—Washington, D. C.—Examiner Fleming: 
l. & S. 3718 (ist supplemental order)—Export and import rates to 
and from southern ports. 
June 6—Chicago, Ill.—Examiner Fuller: 
24856 (and Sub. No. 1)—Pet Milk Co. vs. B. & A. R. R. et al. (ad. 
journed hearing). 


June 7—Washington D. C.—Examiner Glover: 
Fourth Section Application No. 14669, filed by Norfolk Southern R, R. 


June 7—Spokane, Wash.—Examiner Bardwell: 
Ex Parte 104, part II—Terminal services (further hearing). 


June 7—St. Louis, Mo.—Examiner Witters: 
25123—-St. Louis Live Stock Exchange vs. Alton R. R. et al. 
June 8—Salt Lake City, Utah—Examiner Berry: 

Ex Parte 104, part 1—Railroad fuel (inquiry to be made of following 
earriers): Union Pacific R. R., Los Angeles & Salt Lake R. R. 
Oregon Short Line R. R., Oregon-Washington R. R. & Naviga- 
tion Co., Utah Ry., Nevada Northern Ry. 


June 8—Washington, D. C.—Examiner Snider: 
19898—Western Carolina Shippers’ Association et al. vs. 
Southern et al. (adjourned hearing). 


June 8—Chicago, Ill.—Examiner Fuller: 
14472—-Dolese Brothers Co. et al. vs. Santa Fe et al. 
—— Gravel Products Co. et al. vs. C. R. I. & P. Ry. 
et al. 
17789—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 
20714—Missouri Gravel Co. vs. C. B. & Q. R. R. (further hearing 
per I. C. C. order of May 2). 
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Merchandise Storage 
Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 





| 


RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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yr" rom —Stamberd, South Norwalk, Bridgeport 
QWitrmanric Soamecsow New London and Nerwich, Conn. 
i peewee Une AGE Town F. e A, W. T. L., Inter-Mountain, 
Sanne Carolinas, South and Seuthwest 


Sewers Corr Via—CLYDE, OLD DOMINION, SAVANNAH, 
ew MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 





